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ARE YOU SAVING THEM? 





Because of the permanent value of much of 
the information regularly carried in THE TRAFFIC 
\Vor~pD, those of our subscribers who are care- 
fully preserving all of the numbers and using them 
as a trafic reference work, by means of the semi- 
annual indexes, find the publication of greatly 
added value. Many subscribers have the issues 
permanently bound, others preserve them by means 
of tariff filing cases, while still others bundle up 
the issues of six or twelve months and mark them, 
simply retaining upon their desks the various in- 
dexes, to enable them quickly to get at any specific 
information desired. ; 

Are you keeping your copies? If not, we be- 
lieve you are overlooking a part of their value, and 
for your information we desire to say that we 


are planning to make the index for this half year’s’ 


issues better than ever. 


SHIPPERS’ DAY IN COURT 


The approach of the time when there will be 
decisions in the car-spotting, Chicago tunnel and 
lighterage matters serves to emphasize the desira- 
bility of Congress providing some way in which 
dissatisfied shippers may go into court to test the 
soundness of conclusions of law reached by the 
Interstate Commerce Commission. It is conceiv- 
able that the Commission will allow the Chicago 
& North-Western to cancel the lighterage and 
tunnel absorptions and thereby, in effect, reverse 
its own order and the decision of the Supreme 
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Court in the Los Angeles switching case. A de- 
cision allowing the tariffs to go into effect shuts 
out the shippers, whose freight bills will thereby 
be increased. In that indirect way the Commis- 
sion can legislate, because, in theory, Congress 
alone can now change the rule of the Supreme 
Court that unless the switching be an added in- 
stead of a substituted service, a railroad may not 


‘impose a charge for making delivery on private 


sidings. If there is no way for a dissatisfied 
shipper to get into court, there is nothing, other 
than a successful appeal to Congress by the 
shippers, to keep the Commission from installing 
the British system of separate charges for terminal 
delivery in place of the American system of free 
delivery within the switching district. The British 
system may be better than the American, but if 
it is, the change ought to be made in all parts of 
the country at the same time, so there would be 
no discrimination and everybody would start on 
the new plan at the same instant. 


A CORRECT VIEW OF DUTY 





The decision of the Interstate Commerce Com- 
mission in the advanced rate case has become his- 
tory and has been discussed in nearly every pos- 
sible phase—the wisdom or unwisdom of grant- 
ing any increase in rates; whether the increase 
granted was sufficient; whether it was really 
shown that the revenues of the carriers are not 
sufficient; whether the Commission _ properly 
granted increases in Central Freight Association 
territory and refused them in Trunk Line terri- 
tory; and what is to be expected, from the find- 
ings and language of the Commission, as to future 
applications for increases. Yet there is one thing 
in the decision that has received little attention and 
it is not too late for comment upon it for the reason 
that it bears not only on the case immediately 
in point and on any. future application for rate 
increases, but on any question of any sort that may 
come before the Commission. We mean the Com- 
mission’s enunciation of the general principles 
that govern its deliberations and decisions. “The 
law did not confer upon us,” it says, “the power 
of aiding general prosperity or of introducing new 
economic policies through railroad rates.” This 
was said in commenting on what the Commission 
called the propaganda to secure an early approval 
of the proposed increase in rates. 

The proposition could not have been better 
stated. With the prosperity or lack of prosperity 
of the country and with general business condi-— 
tions the Commission had nothing to do. Its busi- 
ness was merely to discover whether an increase 








in freight rates was justified, the only justification 
that could be made being that the present rates 
did not properly compensate the carriers for the 
work done. 

The Commission may have been overly sensi- 
tive in regard to this so-called propaganda, and 
certainly it is a fact that what it had to say about 
it has been distorted and enlarged upon in some 
quarters to make it appear more serious than it 
was. But whatever of the alleged concerted 
movement went to the purpose of inducing the 
Commission to decide the case favorably for the 
railroads merely because of general conditions, and 
whatever of it urged an immediate decision with- 
out ample investigation, was, of course, wrong in 
principle, though we believe its authors were en- 
gaged in no such nefarious conspiracy as has been 
alleged. They were simply carried away by their 
desires and took the ordinary politician’s view of 
the question. President Wilson himself, we be- 
lieve, was not altogether free from suspicion of 
having, at least indirectly, urged the Commission 
to an early and favorable decision. But whatever 
of the propaganda or movement went merely to 
the furnishing of data, figures and argument bear- 
ing on the merits of the case (and much, at least, 
of what was complained of by others than the 
Commission was in this class) was entirely legiti- 
mate. 

3ut aside from all question as to whether there 
was or was not a conspiracy to influence the Com- 
mission, that body undoubtedly takes the high 
and correct view of its duty. It is that it must 
consider and decide cases strictly on their merits, 
regardless of the clamor of press, politicians or 
public or the needs of business or statesmanship. 
It is not to be swayed by pressure of any sort. 
The Commission’s attitude is the more noticeable 
in that it is not the usual one in our administra- 
tion of government and because, also, it is not a 
mere enunciation of principles in words, but rather 
the true statement of the reason for something 
that has been done. 


OLD RATE CASE CLOSED. 


It is believed that the Interstate Commerce Commis- 
sion, on July 24, disposed of the last vestige of the ad- 
vanced rate case of 1910, No. 3400. Information as to the 
closing of it was made public on August 26. In a formal 
order, as of that date, Sub-Nos. 9, 9-A, 9-B, 9-C, 9-D and 
9-E, relating to rates to and from New Orleans, were 
dismissed and the investigation as to the reasonableness 

‘ of the rates which were otherwise to have become effective 
Nov. 1, 1910, was ordered to be discontinued. The record 
is therefore cleared up as to all phases of that matter, 
so far as is now known. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob. 
lems and the Good Work 
They Have Done 


The appointment of H. C. Dinkins as general agent, 
traffic departments, of the Missouri Pacific, St. Paul, 
Iron Mountain & Southern, International & Great North- 
ern and Texas & Pacific Railroads, August 1, was 
with a view to increasing trade between the United 
States and Mexico, Central-South America and _ the 





H. C. DINKINS. 


Mr. Dinkins has represented these lines 
in Mexico for the past nineteen years. They decided 
to extend their efforts to other Latin-American coun- 
tries, and sent him on a trip around Central and 
South America and to Cuba. He gathered a mass of 
data regarding trade conditions, methods of doing 
business, European competition, etc., which was dis- 
tributed to manufacturers in circular form. 
born at Canton, Miss., and has been in the traffic busi- 
ness all his life. One of his qualifications for his new 
position. is that he knows the Spanish language and 
has a fair knowledge of Portuguese. His offices will 
be at New Orleans, La., and Galveston, Texas. He is 
well known in the traffic world all over the United 
States and is probably one of the best known Ameri- 
cans in Mexico. At one time he represented the 
Toyo Kisen Kaisha Steamship Line as traffic agent for 
Mexico. 





He was” 
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CURRENT TOPICS IN WASHINGTON 


An International Commerce Com- 
mission.—An International Commerce 
Commission, why not? There is as 
much need of regulation of ocean 
freights as there is of rates from 
one part of the United States to an- 
other, or from one part of Grit 
Britain to another. The suggestion 
that there should be such a body 
has been made to Congress by David 
Lubin, the American representative 
on the International Institute of Agriculture, the body 
which the king of Italy appears to think is one of the 
most useful organizations the mind of man ever con- 
ceived. Lubin, in discussing the proposition with the 
writer, observed that the men who control ocean freight 
rates have a larger influence on the price of staples, 
such as wheat, corn and cotton, than the Americans 
who produce them. He believes that when they put up 
the ocean freight rate on wheat they put down the 
price, not merely of the wheat that is exported, but of 
every bushel in this country. To him it is monstrous 
that such power over the price of 900,000,000 bushels 
of wheat grown in the United States this year should 
be exercised by so few men. He recognizes the fact 
that ships must make rates that will result in a free 
movement of the freight, but he can see no reason why 
rates could not be fixed for thirty, sixty or ninety day 
periods and changed only on due notice. 











Attention to Water Transportation—The war has 
done more to force attention to water transportation 
than has any other single thing in a generation. Taken 
in connection with the orders of the Interstate Com- 
merce Commission in the Pacific Navigation and De- 
catur Navigation Co. cases, the agitation directs the 
attention to the fact that relations between commercial 
nations are now so close that there will soon have to 
be a complete overhauling of navigation laws so as 
to bring carriers by water under closer supervision. 
Most statutes pertaining to carriers by water pertain 
to the safety and comfort of passengers and crew. The 
Harter act concerning the liability of ships as common 
carriers is about the only law on the books placed 
there with a view to conserving the interests of ship- 
pers. The common theory with regard to carriers by 
water is that competition between them for business 
will result in the public’s getting all it is entitled to 
receive. It may be that the fact and the theory are 
in accord, but complaints by passengers during the 
rush of Americans to get out of the war zone indicate 
that the old-fashioned piracy that ended a particular 
act with a command to walk the. plank has been re- 
placed by a more genteel one, the chief manifestation 
of which is to be found in a demand that the unlucky 
passenger stand for gouging at the hands, probably, of 
pursers and the like minor officials and employes of 
the steamship lines. An international commission, 
enforcing identical statutes. of Great Britain and the 
United States, without doubt would bring ocean service 
to a satisfactory state. 





Central Station Figures and Government Ownership. 
—Those interested in the question of government own- 
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ership will find material for thought in a bulletin just 
issued by the census office concerning central electric 
light, heat and power stations and street and electric 
railways. It shows that during the ten-year period, 
1902-1912, the number of central stations, commercial 
and municipal, increased from 3,620 to 5,221, or 44.2 
per cent. The number of commercial stations increased 
from 2,805 to 3,659, or 30.4 per cent. In the same 
period the number of municipal stations increased from 
815 to 1,562, or 91.7 per cent. The total income for 
all stations increased 252.5 per cent. The total income 
of commercial stations increased 241.7 per-cent and 
of municipal stations, 233.4. The output of commercial 
stations increased 375.8 per cent in kilowatt hours, 
while those of municipal stations increased only 174.4 
per cent, or just about half that of commercial stations, 
although the number of municipal stations increased 
more than 90 per cent, while the number of commer- 
cial stations increased only one-third that much. Total 
expenses in commercial plants increased 246.1, while 
the increase jin municipal stations increased 222.5 In 
another way the summing up may be done thus: In 
percentage municipal plants increased three times as 
fast as commercial stations, their expenses increased 
222.5 per cent, but while the output in municipal sta- 
tions increased only 174.4 per cent, the output of the 
commercial stations increased 375.8 per cent. Still an- 
Other way of saying the same thing is that, while the 
increase in municipal stations was three times as great, 
the expenses crawled a little slower than in commercial 
stations, while in increase of output the privately 
owned station increased more than twice as much as 
that of the publicly owned stations. Still another way 
to present the subject is to say that the expense of 
producing electricity in municipal plants was 3.1 cents 
plus, while in the commercial plants it was a little 
more than 1.9 cents per unit. 





Wages and Salaries—In behalf of municipal owner- 
ship it may be urged that better wages and salaries 
are paid to officials and employes. On the other hand, 
it may be remarked that most of the people who have 
to pay for the electricity are not on government pay- 
rolls. Their pay is fixed by competition. There may 
be no competition between the commercial plants fur- 
nishing electricity, but by way of answer to that it 
may be remarked that wherever exorbitant rates prevail, 
if there are such, their existence is evidence of gov- 
ernmental inefficiency, either in the law-making or the 
law-administering branch. Going from private to govern- 
ment ownership in such a community is merely invit- 
ing governmental inefficiency to come into a wider 
field, to operate something the governmental agencies 
have been unable or unwilling to regulate so as to force 
reasonable rates. Probably a better plan would be to 
get better public servants, and ‘then there would be no 
necessity for taxes to establish government plants to 
bring about better rates. A. E. H. 


IOWA RATE HEARING. 
Announcements have been sent over the state of 
Iowa of the regular fall rate hearing that is to be held 
in Des Moines, October 6. The session is the regular 
routing meeting of the Iowa Railroad Commission with 
the merchants and shippers of the state, and is for the 
purpose of discussing any contemplated changes in the 
rate for freight shipments in and for the state of Iowa. 


to Sai am en 
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Decisions of Interstate Commerce Commission 


EXCHANGE OF BILLS OF LADING 


CASE NO. 6272 (31 I. C. C., 455-457) 
JUNG & SONS CO. VS. LOUISVILLE & NASHVILLE 
RAILROAD CO. 

CASE NO. 6272 (SUB-NO. 1) ; 
SAME VS. NEW ORLEANS & NORTHEASTERN RAIL- 
ROAD CO. 


Submitted April 1, 1914. Decided July 1, 1914. 


Defendants’ practice of refusing to issue new bills of lading, 
concealing the names of the original shippers, in exchange 
for old bills of lading, in cases where cars are reconsigned 
at the termini of their lines, not found to be unreasonable. 
Complaint dismissed. 


Roger Meunier and James J. A. Fortier for com- 
plainant. 

William A. Northcutt for Louisville & Nashville Rail- 
road Co. 

Merrel P. Callaway for New Orleans & Northeastern 
Railroad Co. 

Report of the Commission. 

BY THE COMMISSION: 


Complainant is a corporation engaged in the coal 
business at New Orleans, La. By complaints, filed Oct. 
25. and Dec. 8, 1913, it alleges that defendants’ refusal 
to exchange the original bills of lading for 3 cars of 
coal shipped from Adger, Ala., and Eldorado, IIl., to 
New Orleans, for new bills of lading covering the recon- 
signment of said cars -from New Orleans to points in 
Texas, was unreasonable and unjustly discriminatory, and 
resulted in the unlawful collection of demurrage charges, 
for which reparation is asked. 

The shipments involved in No. 6272 consisted of two 
carloads of coal shipped via defendant’s line June 11, 
1913, on one bil of lading by the Tennessee Coal, Iron & 
Railroad Co. from Adger, Ala., to complainant at New 
Orleans. Upon arrival of the cars at New Orleans, June 
16, 1913, complainant requested defendant to reconsign 
one of them to Waco, Tex., via the lines of certain of 
defendant’s connections at New Orleans. As to one car, 
complainant tendered in exchange for the old bill of lading 
a new bill of lading dated New Orleans, June 16, 1913, 
showing complainant as shipper and consigning the coal 
to the order of complainant, notify Knowland & Steven- 
son, Victoria, Tex. As.to the other car, complainant 
tendered in exchange for the old bill of lading a new 
one showing complainant as the original shipper from 
Adger and consigning the coal to Herrick Hardware Co., 
Waco, Tex. With respect to this car it was testified on 
behalf of complainant that it was not its intention to 
demand a bill of lading showing complainant as the origi- 
nal shipper from Adger. What complainant really desired 
was a bill of lading similar to the one asked for in 
connection with the other car. Each bill of lading had 
stamped upon it: 


This bill of lading is issued in exchange for bill of lading 





No. —————,, issued at —————- on the 
by the ————— company. 


the blank spaces being filled in with information obtained 
from the bills of lading issued at Adger. 

The shipment described in case No. 6272 (Sub-No. 1) 
consisted of one carload of coal which originated June 
3, 1913, at Eldorado, Ill., a point on the line of the Cleve- 
land, Cincinnati, Chicago & St. Louis Railway, and was 
consigned to complainant at New Orleans. On June 23, 
1914, complainant was notified by defendant of the arrival 
of the car and on June 25 requested that the car be re- 
consigned to Nome, Tex., via the line of the Morgan’s 
Loiusiana & Texas Railroad & Steamship Co. This re- 
quest was accompanied by a check for the full freight 
charges from Eldorado to Nome. Although complainant 
requested the reconsignment of this car to Nome on 
June 25, it asked defendant to issue a new Dill of lading, 
of the kind above referred to, dated New Orleans, June 
10; in other words, antedating the arrival of the car at 
that point. : 

Defendants in both cases refused to issue the bills 
of lading desired, and the cars were delayed until com- 
plainant agreed to allow them to go forward without 
the issuance of such bills of lading. As a result of the 
demands of complainant and the refusal of defendants 
to forward the cars upon those demands, a demurrage 
charge of $1 on each car accrued and was charged. De- 
fendant New Orleans & Northeastern Railroad also re- 
fused to accept prepayment for the account of its con- 
nections on the shipment reconsigned to Nome. The 
shipments were subsequently delivered to connecting lines, 
apparently upon the issuance of switching receipts, and 
were forwarded to their respective destinations without 
new bills of lading. 

No question is presented with respect to the rates 
charged or lawfully applicable. A bill of lading of the 
kind desired by complainant operates to conceal from the 
ultimate consignee the name of the original shipper and 
is likewise an asset in complainant’s business. Com- 
plainant asserts that certain roads other than the defend- 
ants herein issue such bills of lading, and contends that 
defendants should be required to do likewise. 

Defendants to not question the right of complainant 
to reconsign its shipments, but they call attention to the 
fact that upon reconsignment they merely move the cars 
to connecting lines by switching service, and they there- 
fore take the position that the transportation via their 
lines to New Orleans under the old bills of lading having 
been completed, they were justified in refusing to enter 
into new contracts for transportation via lines other 
than their own. They assert that if new bills of lading 
are desired complainants should apply to the carriers 
which receive the line haul from New Orleans. Defendant 
Louisville & Nashville Railroad also objected to the issu- 
ance of a new bill of lading on the shipment destined 
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to Victoria, for the further reason that the shipment 
was consigned to complainant’s order. Just why this 
objection should have been made is not quite clear, as 
reconsignment is understood to include change of con- 
signee as well as change of destination. 

In case a shipment is reconsigned, it is customary 
for defendants to make a notation to that effect on the 
original bill of lading, and apparently they were willing 
to do so in these cases. Although the practice which 
complainant seeks to have established might be of con- 
siderable value to a broker from a commercial standpoint, 
it is not a thing which may be demanded or required 
of a common carrier as a matter of right, and it is not 
shown to be a general necessity in any sense of the term. 
There is no evidence of record from which we can find 
that defendant’s practice of refusing to issue new bills 
of lading under the conditions referred to above is un- 
reasonable. The collection of the demurrage charges in 
question therefore cannot be held to have been unlawful. 
It follows that the complaints must be dismissed, and it 
will be so ordered. 





ORDER. 
It is orderei, That the complaints in these proceed- 
ings be, and they are hereby, dismissed. 
wy the Commission. 





CALIFORNIA-NEVADA LUMBER RATES 


l. & S. NO. 235 (31 I. C. C., 464-465) 


Submitted June 3, 1914. Decided July 15, 1914. 


Upon reargument, Held, That the present rates should not 
be disturbed. 


Fred H. Wood for Southern Pacific Co. 
Report of the Commission on Reargument. 
HALL, Commissioner: 

The order issued upon our original report, 28 I. C. 
C., 313 [The Traffic World, Nov. 8, 1913, p. 840], re- 
quired respondent Southern Pacific Co. to cancel cer- 
tain proposed advanced rates for the transportation of 
carload lumber from Newcastle, New England Mills, 
Colfax and Gold Run, all in the state of California, to 
Verdi and. Reno, in the state of Nevada, thus leaving 
in effect the present rates. 

On petition for rehearing, reargument was granted 
and had, 

It was contended: 

1. That the Commission erred in its original report 
in assuming that the proposed rates were class rates 
aggregating $5.40 per ton, whereas an intermediate 
clause in the tariff names Sacramento (Cal.) rates as 
maxima. These latter are $3.10 per ton to Verdi and 
$3.25 per ton to Reno from all points of origin. 

2. That the Commission also erred in refusing to 
find, from respondent’s evidence, that the present com- 
modity rates are in reality milling-in-transit rates, and 
in finding from the tariff that they are not. 

The tariff proposing advanced rates states speci- 
fically “class rates apply.” The intermediate clause 
relied on by respondent is confined by its own terms 
to cases where specific rates are not named. We see 
no error in our original finding that the-rates proposed 
were class rates of $5.40 per ton. We accept respond- 
ent’s statement that it intended the Sacramento rates 
to apply, but look to the tariff itself to determine what 
rates do apply. 

The present rates were published as open rates, 
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with no conditions whatever attached to their use. We 
are asked to treat them as milling-in-transit rates, be- 
cause “it is the office which the rate has to perform, 
and not the form, that counts.” It appears that in 
former times logs were milled into rough lumber at 
some of the points of origin, and the rough lumber was 
then forwarded for finishing to Verdi and Reno upon 
these present commodity rates. This means that on 
some, at least, of the lumber finished at Verdi and Reno 
the carrier was assured of two hauls. But the same 
is true in respeet of the other rates noted in our orig- 
inal’ report, which were published in the same tariff, 
and there expressly conditioned as transit rates. It is 
not material] that the latter were canceled before this 
proceeding was begun. The point is that the tariff con- 
taining both shows the difference between a transit rate, 
so denominated, and the flat rate on the same commodity 
for the same haul. Counsel says upon reargument that 
these published transit rates applied only in a limited 
manner, and upon the lower grades of lumber. The tar- 
iff does not so provide, but we may accept his interpre- 
tation without change in our conclusions. 

The tonnage is less now than when lumber mills 
were in operation at these California points of origin. 
The rates are those upon which lumber then moved 
into Verdi and Reno for local consumption. It is not 
denied that there has been and is such local consumption. 
We see no reason why the rates to Verdi and Reno 
should be increased because the tonnage has fallen off 
in recent years. .This is not a case for application  f 
the rule in the Burgess case, 13 I. C. C., 668. 

. The fact that the present movement from these 
California points to Verdi and Reno consists of lumber 
which had been previously shipped from points upon 
tidewater near San Francisco was recognized in our 
original report, 28 I. C. C., 313, at 314, and has no 
greater significance now than then. 

Moreover, the proposed increase may involve a viola- 
tion of the fourth section of the act; but this also was 
previously recognized. 28 I. C. C., 313, at 315. 

We hold that the rates now in effect should not be 
disturbed, and that our order of Nov. 15, 1913, should 
remain in full force and effect. 

By the Commission. 


GRAIN TRANSIT PRIVILEGE 


CASE NO. 4962 (31 I. C. C., 485-489) 
ATLANTA MILLING CO. VS. LOUISVILLE & NASH- 
VILLE RAILROAD CO. 


Submitted Jan. 6, 1913. Decided July 10, 1914. 


Under the facts disclosed by the record, the Commission does 
not find that the failure of the defendant to establish, prior 
to May 16, 1909, a transit privilege under which grain could 
be forwarded from Cincinnati, O., and Lexington, Ky., to 
Atlanta, Ga., there milled and reshipped to points in Caro- 
lina territory, resulted in damage to complainant. Com- 


plaint dismissed. 
J. W. Bachman for complainant. 
E. H. Dulaney for defendant. 


Report of the Commission. 


BY THE COMMISSION: 

Complainant is a corporation engaged in the manu- 
facture of wheat flour and corn meal, with principal 
offices at Atlanta, Ga. By petition, filed June 6, 1912, 
it seeks reparation in the sum of $1,655.07 in connec- 
tion with various shipments of wheat and corn which 
moved in 1906, 1907 and 1908 from Cincinnati, O., and 












































































Lexington, Ky., to Atlanta, was there milled, and the 
products shipped to points in North Carolina, South 
Carolina and Georgia, on which local rates into and out 
of Atlanta were charged. Undue discrimination is 
alleged in that defendant denied milling-in-transit privi- 
leges on this traffic at Atlanta, while at the same time 
it accorded such privileges to Paris, Lexington and 
Winchester, Ky. The claim was first filed with the 
Commission Oct. 12, 1908. 


Complainant states that shortly after defendant estab- 
lished direct connection between Cincinnati and Atlanta 
it discussed with the local representatives of defendant 
the matter of establishing a milling-in-transit arrange- 
ment at Atlanta on grain destined to Atlanta territory 
and Carolina territory; that it was agreed that the 
arrangement should prevail at Atlanta; that upon this 
assurance and construing defendant’s circulars, I. C. C. 
No. A-8360, effective Aug. 20, 1906, and I. C. C. A-9505, 
effective -Oct. 24, 1907, as permitting transit privileges 
on traffic to Carolina territory, between Nov. 12, 1906, 
and April 9, 1908, complainant shipped numerous car- 
loads of wheat and corn from Cincinnati and Lexing- 
ton to Atlanta, there milled the grain, and between 
May 6, 1907, and June 24, 1908, shipped the products 
to points in North Carolina, South Carolina and Georgia; 
that after the shipments had been made complainant 
filed with defendant claims based on the difference be- 
tween the rates charged and the published through 
rates from points of original shipment to ultimate desti- 
nations, but defendant declined payment of such claims 
on the ground that its tariffs did not authorize transit 
privileges at Atlanta; that the privilege was in effect 
during the years 1907 and 1908 at Paris and Lexington, 
Ky., by reason of which mills at the latter points 
could ship their products via Atlanta to the points of 
destination involved at lower through rates than com- 
plainant could obtain via Atlanta to the same points, 
thus constituting a discrimination against Atlanta, and 
that, effective May, 16, 1909, defendant established a 
transit arrangement at Atlanta on grain received from 
or through Cincinnati, milled at Atlanta, and reshipped 
to Carolina points. In its petition complainant also 
alleged undue discrimination in favor of Winchester, 
Ky., but it appearing that the milling-in-transit arrange- 
ment at Winchester did not apply to grain from Cin- 
cinnati, the -charge was withdrawn. 


Defendant’s circulars, I. C. C. No. A-8360 and I. C. C. 
No. A-9505, above mentioned, provided that grain might 
be brought from Cincinnati into Atlanta, there ground, 
and the product forwarded to points in Atlanta territory, 
and that the defendant would join the southern lines in 
the protection south of Cincinnati of the same through 
rates as would govern via Atlanta from Cincinnati on 
the milled products. Complainant contends that at 
the time the common acceptance of the term “Atlanta 
territory” comprised that territory-to which through 
rates and divisions were in effect via Atlanta; that the 
milling-in-transit arrangement was in effect at Atlanta 
on products of grain to Carolina territory via other 
lines, and that the transit issues of such lines so ex- 
pressed the territorial boundaries; that the local rep- 
resentatives of defendant shared complainant’s impres- 
sion that the tariffs in effect contemplated milling-in- 
transit at Atlanta, and that the defendant has repeatedly 
and consistently recognized complainant’s right to repa- 
ration, subject to authorization by the Commission. 
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Defendant asserts that the first intimation it had 
that complainant desired a transit privilege at Atlanta 
on traffic to Carolina territory was in the latter part 
of 1908,. some time after the movement of complain- 
ant’s shipments; that in July, 1908, defendant took up 
the matter of establishing the transit privilege at <At- 
lanta, but owing to tariff difficulties the circular cover- 
ing such privilege was not made effective until May 1%, 
1909; that in 1909, in connection with claims on previ- 
ous shipments, a tentative agreement had been made 
by a representative of defendant with complainant to 
submit these claims to the Commission, defendant's 
representative being under the erroneous impression that 
the shipments moved after the date when complainant 
had made application to defendant to establish the 
transit at Atlanta in July, 1908, and prior to the estab- 
lishment of the arrangement in May, 1909. 


Paragraph 13 of Circular I. C. C. A-8360, effective 
Aug. 20, 1906, provided as follows: 


Atlanta territory will be the territory so defined in circular 
N. S. 1768 (I. C. C. No. A6297), of October 25, 1903, or subse- 
quent issues thereof. 


In the latter circular defendant, for the purposes of 
rate construction, defined the several territories south 
of the Ohio River and east of the Mississippi as Missis- 
sippi Valley territory, Carolina territory and South- 
eastern territory, and specifically ‘set forth the boun- 
daries of each. Southeastern territory was subdivided 
into Atlanta territory and Montgomery territory. 


Circular I. C. C. No. A-9505, effective Oct. 24, 1907, 
described Atlanta territory as follows: 


The conditions outlined in this circular will apply on mill 
products of grain shipped from Atlanta, Ga., to stations on the 
Southern Railway, Birmingham division, Atlanta, to (and in- 
cluding) Tallapoosa, Ga., points east and north of the following 
described line: Beginning at Atlanta; thence via a line just 
north of the Atlanta & West Point R. R., Atlanta to (and in- 
cluding) West Point, Ga.; thence via the west bank of the 
Chattahoochee River from West Point, Ga., to (and including) 
Girard, Ala. (but not-including Eufaula, Ala.), and to a point 
just north of the crossing of the river by the Atlantic Coast 
Line R. R. (including the Lockhart branch of the Central of 
Georgia Ry. west of Columbia, Ala.); thence just north of the 
Atlantic Coast Line Railroad to Quitman, Ga.; thence west of 
the South Georgia & West Coast R. R. from Quitman, Ga.; to 
Greenville, Fla.; thence north of the Seaboard Air Line Ry. to (but 
not including) Live Oak, Fla.; thence southwestwardly to the 
Gulf of Mexico, except local stations on the Seaboard Air Line 
Ry., Chattahoochee River to Americus, Ga., and between Albany 
and Columbus, Ga. 


Paragraph 13 of this circular provides as follows: 


For rates see L. & N. R. R. southeastern tariff G. F. O. 
932 (I. C. C. No. A8932) and arbitrary tariff G. F. O. 914 (I. C. 
C. No. A8315) used in connection therewith, or amendments and 
supplements thereto or reissues thereof. 

From the record it is clear that defendant had not 
made the milling-in-transit arrangement at Atlanta ap- 
Plicable to Carolina territory. The fact that complain- 
ant may have been misled into believing that it was 
entitled to milling-in-transit at Atlanta by defendant's 
representatives affords no ground for reparation. Poor 
Grain Co. vs. C., B. & Q. Ry. Go., 12 I. C. C., 418. 


Defendant states that prior to May 6, 1909, it had- 


not participated in milling-in-transit arrangements at 
Atlanta on grain forwarded from or through Cincin- 
nati,, and destined to Carolina territory, but had for 
many years issued its individual Carolina tariffs and 
provided therein higher rates to all points of destina- 
tion in that territory where the revenue it would 
receive up to Atlanta, Ga.,_Jellico, Tenn., or Norton 
Va., was below a certain minimum, and that it did not 
to any considerable extent meet the rates of other lines 
to middle Carolina territory. 
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Defendant states that prior to May 16, 1909, it had 
meets the transit arrangement of the Cincinnati, New 
Orleans & Texas Pacific and Southern railways. It con- 
tends that it can permit milling in transit at Lexing- 
ton and Paris because it can forward the product via 
Norton and the Norfolk & Western Railway, or via 
Jellico and the Southern Railway, while this can be 
done only to limited extent via Atlanta without back- 
hauling the product without revenue from Atlanta to 
Jellico for delivery to the Southern Railway, or to 
Norton for delivery to the Norfolk & Western Railway. 
It asserts that the privilege was put in at Atlanta in 
1909 to secure some of the traffic which was moving 
via the Southern Railway. 

In Duncan & Co. vs. N. C. & St. L. Ry. Co. 16 
I. c. C., 590 [The Traffic World, July 10, 1909, p. 43], 


the Commission held that the maintenance of certain. 


transit privileges at Nashville, Tenn., on grain from 
northern points reshipped at Nashville to southeastern 
territory, was unlawful. The case was reopened for 
further hearing, and in the Commission’s supplemental 
report, 21 I. C. C., 186, the original conclusions were 
modified to the extent of holding that the existence of 
the privilege at Nashville constituted an unlawful pref- 
erence of that market so long as similar privileges were 
withheld from Atlanta and certain other points, and* the 
carriers were ordered to cease and desist from that 
discrimination. 

The Duncan case was not referred to at the hear- 
ing or in the briefs in this case, and we are unable 
upon this record to determine whether the facts are 
such as to bring this case within the principle an- 
nounced in the Duncan case. Moreover, it is to be noted 
that the Louisville & Nashville Railroad Co. is the 
only defendant in this case, and its rails do not extend 
beyond Atlanta toward the territory in question. These 
shipments moved into Atlanta over the Louisville & 
Nashville, were there milled and then reshipped to 
destinations via other lines. So far as the lines other 
than the Louisville & Nashville are concerned, there 
were new and separate shipments from Atlanta not con- 
nected with the transportation into that point and sub- 
ject to the local rates from Atlanta to final destination. 

Under these circumstances we think that the lines 
beyond Atlanta are necessary parties to a suit for repa- 
ration, but they were not made defendants. In the 
Duncan case the lines reaching the various destinations 
involved were defendants, together with the Louisville 
& Nashville; and the first decision in that case was 
not rendered until June 24, 1909. All of these ship- 
ments moved out of Atlanta on or before June 24, 1908. 
Upon this record we are unable to find as a fact that 
the failure of the Louisville & Nashville to establish 
the transit privilege in quéstion prior to May 16, 1909, 
constitutes a sufficient basis for an award of reparation. 
The complaint will be dismissed. 





ORDER. 


It is ordered, That the complaint in this proceed- 
ing be, and it is hereby, dismissed. 
By the Commission. 
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THE TAP LINE CASE 


(31 I. C. C., 490-494) 


Decided July 29, 1914. 


1. Upon rehearing and further argument and in conformity with 
the principles announced in The Tap Line cases, 234 U. S., 
1, the original and supplemental orders denying’ allowances 
to certain tap lines, which were parties to this proceeding, 
are vacated and the through routes and joint rates in effect 
prior to May 1, 1912, are required to be restored. 

The previous orders herein fixing divisions are also vacated 
and, upon the whole record, divisions and allowances are 
fixed as of May 1, 1912. 

3. .The conclusions announced in the original report respecting 

milling-in-transit rates on logs are adhered to; and Held, 
That the restoration of such privileges cannot be sanctioned. 


W. A. Colston for Louisville & Nashville Railraod Co. 

Luther M. Walter and H. M. Garwood for Salem, 
Winona & Southern Railroad Co. 

H. M. Garwood for Tremont & Gulf Railway Co. 

McRae & Tompkins for Oberlin, Hampton & Eastern 
Railroad Co. and Prescott & Northwestern Railroad Co. 

Marcellus Green for Fernwood & Gulf Railroad Co. 

Marsilliot & Chandler for Crittenden Railroad Co. 
and Helena, Parkin & Northern Railway Co. 

Frank H. Sullivan for Gulf & Sabine River Railroad 


Co. 
T. Brady, Jr., for Natchez, Columbia & Mobile Rail- 
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road Co.; New Orleans, Natalbany & Natchez Railway 
Co., and Kentwood, Greensburg & Southwestern Railroad 
Co. s 

B. J. Altheimer for Anderson & Saline River Rail- 
road Co. 


John §S. Kirkpatrick for Texas, Oklahoma & Eastern 


‘Railroad Co. 


William A. Glasgow, Jr., for Butler County Railroad 
Co. 

H. M. Garwood and W. R. Thurmond for Sibley, Lake 
Bisteneau & Southern Railway Co. 

Charles W. Bates for Paragould & Memphis Railway 


Co. 
S. H. Cowan and Frank Andrews for Miller-Link Lum- 


ber Co. 
S. D. Snow for Deering Southwestern Railway, and 
others as on original proceeding. 


Second Supplemental Report of the Commission. 


HARLAN, Chairman: 

This matter comes before us again upon petitions, 
rehearings, and further argument, and upon the funda- 
mental questions involved in the opinion and order re- 
lating thereto in The Tap-Line cases, 234 U. S., 1. [The 
Traffic World, May 30, 1914, p. 1104.] 

In our original and supplemental reports herein, 23 
I. C. C., 277, 549 [The Traffic World, May 4, 1912, p. 870, 
and June 8, 1912, p. 1100], we found that certain of the 
tap lines that were parties thereto did not perform a 
service of transportation for their respective , proprietary 
companies, either in the movement of the lumber of the 
proprietary company from its mill to the trunk line, or in 
the movement of the logs from the forest to the mill; 
that this was a plant service with plant facilities, and 
that any allowances or divisions out of the rate on ac- 
count thereof were unlawful and resulted in undue and 
unreasonable preferences and unjust discriminations. 
Other tap lines that were parties to the proceeding were 
recognized as performing a service of transportation with 
respect both to proprietary and non-proprietary: traffic, 
and in those cases we authorized the re-establishing of 
through routes and joint rates, and fixed the divisions 
that might be paid by the connecting trunk lines to those 
tap lines out of the through rate. An order was issued 
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in conformity with these findings. Later five of the tap 
lines, to which, as we had held, divisions could not law- 
fully be paid by the trunk lines, filed petitions in the 
Commerce Court, seeking to have the order of the Com- 
mission enjoined and annulled. The decree of that court 
vacated and set aside that portion of the order of the 
Commission wherein it was held that with respect to the 
product of the proprietary mills the five tap lines did 
not perform a service of transportation. From this order 
an appeal was taken to the Supreme Court of the United 
States. 

In its opinion in the case above cited the Supreme 
Court held these five lines to be common carriers with 
respect both to proprietary and non-proprietary traffic, 
and that the Commission had exceeded its authority in 
condemning the divisions previously allowed to them out 
of the through rate, as an attempt to evade the law and 
to secure rebates and preferences. 

There were 57 tap lines to which, in its original and 
supplemental reports, the Commission refused to sanction 
allowances on the general grounds above stated; but 
although the appeal was taken to the courts on behalf 
of only five of these tap line, nevertheless the rulings 
announced by the court extend in principle to all of them, 
and we have felt in duty bound to apply the rulings to 
the entire group. 

In its opinion the Supreme Court, among other things, 
said, id., 28: 


It is doubtless true, as the Commission amply shows in its 
full report and supplemental report in these cases, that abuses 
exist in the conduct and practice of these lines and in their 
dealings with other carriers which have resulted in unfair ad- 
vantages to the owners of some tap lines and to discriminations 
against the owners of others. Because we reach the con- 
mon carriers, as well of proprietary as non-proprietary traffic, 
and as such entitled to participate in joint rates with other 
common carriers, that determination falls far short of deciding, 
indeed, does not at all decide, that the division of such joint 
rates may be made at the will of the carriers involved and 
without the power of the Commission to control. That body 
has the authority and it is its duty to reach all unlawful and 
discriminatory practices resulting in favoritism and unfair ad- 
vantages to particular shippers or carriers. It is not only 
within its power, but the law makes it the duty of the Com- 
mission to make orders which shall nullify such practices re- 
sulting in rebating or preferences, whatever form they take 
and in whatever guise they may appear. If the divisions of 
joint rates are such as to amount to rebates or discriminations 
in favor of the owners of the tap lines because of their dispro- 
portionate amount in view of the service rendered, it is within 
the province of the Commission to reduce the amount so that 
the tap line will receive just compensation only for what it 
actually does. 


With respect to each of the tap lines that are parties 
to this proceeding, the original orders of the Commission, 
and the orders subsequently entered, so far as they relate 
to through ‘ routes, joint rates and. divisions, will be 
vacated and set aside; and upon the facts of record, we 
conclude and find that all the through routes and joint 
rates in effect prior to May 1, 1912, between the trunk 
lines and tap lines named on the record should be re- 
stored and re-established, and that the divisions out of 
the through rate on interstate shipments of lumber and 
forest products, from points on such of these tap lines 
as file tariffs and have otherwise complied with our ac- 
counting rules, etc., should not exceed the following maxi- 
mum amounts: For switching a distance of 1 mile or 
less from the junction, $2 per car; over 1 mile and up 
to 3 miles from the junction, $3 per car; on sihpments 
from points over 3 miles and not more than 6 miles from 
the junction, 1% cents per 100 pounds; over six miles 
and not more than 10 miles from the junction, 2 cents 
per 10, pounds; over 10 miles and not more than 20 
miles from the junction, 24% cents per 100 pounds; over 
20 miles and not more than 30 miles from the junction, 
3 cents per 100 pounds; over 30 miles and not more than 
40 miles from the junction; 3% cents per 100 pounds; 
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over 40 miles from the junction, 4 cents per 100 pounds, 
These divisions are the net amounts that may be paid 
out of the trunk line rates from the junctions, and when 
the rates from points on the tap line are made by the 
addition of an arbitrary, such arbitrary shall accrue to 
the tap line. 

These divisions should be applied to all interstate 
shipments of lumber and forest products that moved from 
points on the tap lines between May 1, 1912, and the 
date the through rates and divisions are made effective 
in compliance with the order entered herein, and are a 
readjustment of the findings of our original report with 
respect to the divisions. In making these adjustments 
the tap line should file with the Commission statements 
of cars moving during this period, in substantially the 
form used in our special reparation docket, certified to 
by the proper officer of tbe connecting trunk line over 
which the shipments moved. Upon these statemenis, 
when approved by the Commission, settlements may be 
made for the divisions that will have accrued under the 
order herein. 

In case the delivery of lumber and forest products 
to a trunk line involves a haul over two or more tap 
lines, the divisions herein fixed should be applied to the 
aggregate haul, and not to the separate service of each 
of the tap lines. 

The trunk lines will be expected to file with the Com- 
mission a copy of their division sheet with each of their 
respective tap-line connections, making effective the divi- 
sions fixed herein. The division sheet should show the 
distance in miles from each station or shipping point 
to the junction with the issuing carrier, in addition to 
the amount of the division. The tap lines should file 
with the Commission a copy of their distance tariff or 
a table of distances from all shipping points on their 
respective lines to the junctions with the connecting 
carriers. : 


With respect to the milling-in-transit rate on logs as 
formerly practiced on the tap lines, we adhere to our 
original conclusion that the rate on lumber at the junc- 
tion or mill point may not lawfully be extended back 
to the point on the tap line where the logs originate, 
and that any division out of the through lumber rate on 
account of the log haul cannot be sanctioned, 


Since the original report and orders herein, two of 
the tap lines, parties to the original proceeding, have 
notified the Commission that they have ceased operations, 
and in the case of two others each has been purchased 
by and merged with a connecting line, and some addi- 
tional orders and amended orders have been entered with 
respect to individual tap lines. Upon intervening peti- 
tion five additional tap lines were made parties to this 
proceeding; five other tap lines were dismissed as parties, 
upon a showing that all the proprietary lumber had been 
cut out and the proprietary mill shut down, or that there 
had been a complete separation of the interests that 
controlled the tap line from the interests that controlled 
the lumber company. In the case of other tap lines we 
increased the allowances or divisions upon a showing 
that an increased service was performed, and in other 
cases, upon a showing of an extension of the track to 
another junction, we fixed the allowances through the 
new gateway. In all these cases hearings or rehearings 
were held and the additional facts put on record. The 
specific action taken in each of these cases is recited in 
te order attached. 

At the reargument it was admitted by practically al! 
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the attorneys who appeared on behalf of the various tap 
lines that the abuses and discriminatory practices shown 
of record in this investigation had been largely corrected 
by the action of the Commission. Among these was the 
indiscriminate issuing of passes by the trunk lines to 
persons who were ostensibly officers and employes of a 
tap line, but in fact were officers or employes of the con- 
trolling lumber company, and used the free transportation 
when traveling solely in the interest of the lumber com- 
pany. With respect to the question of the issuing of 
passes by trunk lines to officers and employes of tap 
lines, the Commission, at a recent conference, ruled as 
follows: 


Upon numerous inquiries as to the right of trunk lines to 
issue free passes to officials and employes of common-carrier 
tap lines that file tariffs and make reports as required by the 
Act to regulate commerce, and having in mind the recent de- 
cision of the Supreme Court of the United States in Interstate 
Commerce Commission vs. L. & P. Ry. Co. et al., it is the view 
of the Commission that the law does not prohibit the use of 
interstate free passes by such officials and employes who devote 
substantially all their time to the service of the tap line and 
where by the use of such free passes no unlawful discrimina- 
tions are effected. 


An order will be entered in conformity with these 
findings. 





ORDER. 


This matter coming on again upon rehearing and pett- 
tion as to certain tap lines, parties to the original pro- 
ceeding, and upon hearings as to certain other tap lines 
subsequently made parties to the proceeding by interven- 
ing petition, and the Commission having, on the date 
hereof, made and filed a report containing its findings of 
fact and conclusions thereon, which said report is hereby 
referred to and made a part hereof: 

It appearing, That in the original and supplemental 
reports in the Tap-Line case, 23 I. C. C., 277-549, the Com- 
mission found that certain of the roads parties thereto 
were plant facilities of their respective proprietary com- 
panies and did not perform a service of transportation as 
common carriers, either in the movement of the lumber 
of the proprietary company from its mill to the trunk 
line or in the movement of its logs from the forest to its 
mill, and that any allowances or divisions out of the 
rate on account thereof were unlawful and resulted in 
undue and unreasonable preferences and unjust discrimi- 
nations; 

It further appearing, That upon petitions filed by five 
of these tap lines, the United States Commerce Court 
vacated and set aside that portion of the Commission’s 
order wherein these five tap lines were found not to be 
common carriers with respect to the products of the pro- 
prietary mills; 

It further appearing, That from this decree of the 
Commerce Court an appeal was taken to the Supreme 
Court of the United States, and the Supreme Court has 
decided that the Commission was in error and that the 
five tap lines in the cases before it were common carriers, 
both as to proprietary and non-proprietary traffic, without 
regard to the amount of non-proprietary traffic carried; 

It further appearing, That the ruling announced with 
respect to these five companies controls in principle and 
must be applied to all the other tap lines to which the 
Commission denied the right to have allowances; 

It further appearing, That by orders entered subse- 
quent to the date of the original orders in the Tap-Line 
case, the following roads, namely: Liberty-White Rail- 


road Co.; Memphis, Dallas & Gulf Railroad Co.; Gould 
Southwestern Railway Co.; the Sibley, Lake Bisteneau 
& Southern Railway Co., and Timpson & Henderson Rail. 
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way Co., parties to the original proceeding, and the Mor- 
gan-Fentress Railway Co., party to the proceeding by 
intervening petition, were relieved from the force and 
effect of said orders, and the orders entered herein on 
May 14, 1912, and Oct. 30, 1912, were vacated and set 
aside in so far as they related to the companies above 
named; 

It further appearing, That the Bodcaw Valley Railway 
Co. and the Sabine & Northern Railroad Co. have notified 
the Commission that they have ceased operations; 

It further appearing, That the Caddo & Choctaw 
Railway Co. has been purchased by and merged with 
the Memphis, Dallas & Gulf Railroad Co. and that the 
Wilson Northern Railway Co. has been purchased by and 
merged with the Jonesboro, Lake City & Eastern Railroad 
Co.; 

It further appearing, That the Anderson & Saline River 
Railroad Co.; Helena, Parkin & Northern Railway Co.; 
Oberlin, Hampton & Eastern Railroad Co.; Southern Rail- 
way & Navigation Co., and Texas, Oklahoma & Eastern 
Railroad Co. were made parties to this proceeding by 
intervening petition, and in the case of each of them a 
full hearing was held; 

It further appearing, That in the case of the Thornton 
& Alexandria Railway Co. and the Nacogdoches & South- 
eastern Railway Co. the orders of the Commission entered 
May 14, 1912, and Oct. 30, 1912, were modified by sub- 
sequent orders entered therein with respect to the allow- 
ances or divisions that may be made by their respective 
trunk line connections; 

It further appearing, That in the case of the Angelina 
& Neches River Railroad Co. and the Ashley, Drew & 
Northern Railway Co. (successor to the Crossett Railway 
Co.) the orders of the Commission entered May 14, 1912, 
and Oct. 30, 1912, were modified by subsequent orders, 
whereby through routes and joint rates were ordered re- 
established by connecting trunk lines, and the said orders 
fixed the divisions that may be made out of the through 
rates so re-established; 

It further appearing, That rehearings were held and 
an additional record made with respect to the Ashley, 
Drew & Northern Railway Co. (successor to the Crossett 
Railway Co.); Paragould & Memphis Railway Co.; Ange- 
lina & Neches River Railroad Co.; Butler County Railroad 
Co.; Crittenden Railroad Co.; Prescott & Northwestern 
Railroad Co.; Salem, Winona & Southern Railroad Co.; 
Tremont & Gulf Railway Co.; Fernwood & Gulf Railroad 
Co.; Kentwood, Greensburg & Southwestern Railroad’ Co.; 
New Orleans, Natalbany & Natchez Railway Co.; Gulf 
& Sabine River Railroad Co.; Natchez, Columbia & Mo- 
bile Railroad Co.; Angelina & Neches River Railroad Co., 
and Deering Southwestern Railway: 

It is ordered, That the orders of the Commission 
entered herein May 14, 1912, and Oct. 30, 1912, and all 
orders entered subsequent thereto with respect to through 
routes, joint rates and divisions between trunk lines and 
tap lines parties to this proceeding be, and the same are 
hereby vacated and set aside. 

It is further ordered, That the principal defendants, 
the Chicago, Rock Island & Pacific Railway Co.; St. Louis 
& San Francisco Railroad Co.; New Orleans, Texas & 
Mexico Railroad Co.; Beaumont, Sour Lake & Western 
Railway Co.; St. Louis, Iron Mountain & Southern Rail- 
way Co.; the Texas & Pacific Railway Co.; International 
& Great Northern Railway Co.; the Missouri, Kansas & 
.exas Railway Co. of Texas; St. Louis Southwestern 
Railway Co.; St. Louis Southwestern Railway Co. of Texas; 





et AS 
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the Paragould Southeastern Railway Co.; Eastern Texas 
Railroad Co.; the Kansas City Southern Railway Co.; 
Texarkana & Fort Smith Railway Co.; the Houston, East 
& West Texas Railway Co.; Texas & New Orleans Rail- 
road Co.; Louisiana Western Railroad Co.; Morgan’s 
Louisiana & Texas Railroad & Steamship Co.; Lake 
Charles & Northern Railroad Co.; Vicksburg, Shreveport 
& Pacific Railway Co.; Louisiana & Arkansas Railway 
Co.; Louisiana Railway & Navigation Co.; Gulf, Colorado 
& Santa Fe Railway Co.; the Texas & Gulf Railway Co.; 
Missouri & North Arkansas Railroad Co.; Illinois Central 
Railroad Co.; Southern Railway Co.; Northern Alabama 
Railway Co.; New Orleans Great Northern Railroad Co.; 
the Arkansas, Louisiana & Gulf Railway Co.; the Louisiana 
& North West Railroad Co., and Mobile & Ohio Railroad 
Co. be, and they are hereby, required, on or before Oct. 
1, 1914, on not less than five days’ notice, to reopen 
through routes and publish joint rates to interstate des- 
tinations with each of the following parties to the record, 


with which they respectively have connections or junc- 
tions: 
Alabama Central R. R. Co. 
Anderson &-Saline River R. R. Co. 
Angelica & Neches River R. R. Co. 
Arkansas & Gulf R. R. Co. 
Arkansas Eastern R. R. Co. 
Arkansas Southeastern R. R. Co. 
Ashley, Drew & Northern Ry. Co. 
Bearden & Ouachita River R. R. Co. 
Beaumont & Saratoga Transportation Co. 
Beirne & Clear Lake R. R. 
Bernice & Northwestern Ry. Co. 
Black Bayou R. R. Co 
Blytheville, Burdette & Mississippi River R. R. S: 
Bly theville, Leachville & Arkansas Southern R. R. Co. 
Brookings & Peach Orchard R. R. Co. 
Butler County R. R. Co. 
Caro Northern Ry. Co. 
Central Ry. Co. of Arkansas. 
Crittenden R. R. Co. 
Deering Southwestern Ry. 
De Queen & Eastern R. R. Co. 
Doniphan, Kensett & Searcy Ry. 
Dorcheat Valley R. R. Co. 
El Dorado & Wesson Ry. Co. 
Enterprise Ry. Co. 
Fernwood & Gulf R. R. Co. 
Fordyce & Princeton R. R. Co. 
Fourche River Valley & Indian Territory Ry. Co. 
Freeo Valley R. R. Co. 
Galveston, Beaumont & Northeastern Ry. Co. 
Gideon & North Island R. R. Co. 
Griffin, Magnolia & Western Ry. Co. 
Groveton, Lufkin & Northern Ry. Co. 
Gulf & Sabine River R. R. Co. 
Helena, Parkin & Northern Ry. Co. 
Homan & Southeastern Ry. Co. 
Jefferson & Northwestern Ry. Co. 
Kentwood & Eastern Ry. Co. 
Kentwood, Greensburg & Southwestern mR mh oA 
L’Anguille River Ry. Co. 
Lake Charles Ry. & Nav. Co. 
Little Rock, Maumelle & Western R. R. Co. 
Little Rock, Sheridan & Saline River Ry. Co. 
Louisiana & Pacific Ry. Co. 
Louisiana & Pine Bluff Ry. Co. 
Louisiana Central R. R. Co. 
Louisiana Ry. Co. 
Malvern & Freeo Valley Ry. Co. 
Mangham & Northeastern Ry. Co. 
Manila & Southwestern Ry. Co. 
Mansfield Ry. & Transportation Co. 
Mill Creek & Little River Ry. & Navigation Co. 
Mississippi, Arkansas & Western Ry. Co. 
Missouri & Louisiana R. R. Co. 
Mississippi Valley Ry. Co. 
Monroe & Southwestern Ry. Co. 
Moscow, Camden & San Augustine Ry. Co. 
Nacogdoches & Southeastern Ry. Co. 
Natchez, Ball & Shreveport Ry. Co. 
Natchez, Columbia & Mobile R. R. Co. 
Natchez. Urania & Ruston Rv. Co. 
New Orleans, Natalbany & Natchez Ry. Co. 
North Louisiana & Gulf R. R. Co. 
Oberlin, Hampton & Eastern Ry. Co 
Ouachita & Northwestern R. R. Co 
Ouachita Valley Ry. Co. 
Paragould & Memphis Ry. Co. 
Peach River & Gulf Ry. Co. 
Popular Bluff & Dan River Ry. Co. 
Prescott & Northwestern R. R. Co. 
Red River & Rocky Mount Ry. Co. 
Red River & Gulf R. R. Co. - 
Riverside & Gulf Ry. Co. 
Roosevelt & Western R. R. Co. 
Saginaw & Ouachita River R. R. Co. 
Salem, Winona & Southern R. R. Co, 
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Saline Bayou Ry. Co. 

Saline River Ry. Co. 

Shreveport, Houston & Gulf R. R, Co. 
Southern Ry. & Nav. Co. 

Texas, Oklahoma & Eastern R. R. Co. 
Texas Southeastern R. R. Co. 

Thornton & Alexandria Ry. Co. 

Tioga & Southeastern ah Co. 

Tremont & Gulf Ry 

Trinity Valley & > Ah Ry. Co. 
Trinity Valley Southern R. R. Co. 
Victoria, Fisher & Western R. R. Co. 
Warren & Ouachita Valley Ry. Co. 
Warren, Johnsville & Saline River R. R. Co. 
Washington & Choctaw Ry. Co. 

Wilmar & Saline Valley R. R. Co. 
Woodworth & Louisiana Central Ry. Co. 
Zwolle & Eastern Ry. Co. 


Provided, That the allowances or divisions out of such 
joint rates to be paid by the said principal defendants, 
respectively, to the said parties to the record on lumber 
and forest products shall not exceed the amounts hereby 
fixed as maximum allowances or divisions thereon until 
further order, the Commission finding upon the record 
that any allowances or divisions in excess thereof result 
in undue preferences and unjust discriminations, and are 
unlawful. 

It is further ordered, That the allowances or divi- 
sions out of the rates on interstate shipments of lumber 
and forest products from points on the lines of the above- 
named parties to the record shall not exceed the follow- 
ing amounts, namely: For switching a distance of 1 
mile or less from the junction, $2 per car; over 1 mile 
and up to 3 miles from the junction, $3 per car; on 
shipments from points over 3 miles and not more than 
6 miles from the junction, 1144 cents per 100 pounds; over 
6 miles and not more than 10 miles from the junction, 
2 cents per 100 pounds; over 10 miles and not more than 
20 miles from the junction, 21% cents per 100 pounds; over 
20 miles and not more than 30 miles from the junction, 
3 cents per 100 pounds; over 30 miles and not more 
than 40 miles from the junction, 3% cents per 100 pounds; 
over 40 miles from the junction, 4 cents per 100 pounds. 

Provided, That these divisions are the net amounts 
that may be paid out of the trunk line rates from the 
junction, and when the rates from points on the tap lines 
are made by the addition of an arbitrary, the amount of 
such arbitrary shall accrue to the tap line; 

Provided further, That in case the delivery of lumber 
and forest products to a trunk line involves a haul over 
two or more tap lines, the divisions fixed herein shall be 
applied to the aggregate distance between the point of 
origin and the trunk line connection; 

And provided further, That the divisions fixed herein 
shall be applied to shipments of lumber and forest prod- 
ucts moving between May 1, 1912, and the effective date 
of the rates and divisions established in compliance with 
this order, upon detailed statements approved by the 
Commission. 

By the Commission. 


SUGAR RATES ADJUSTED 


FOURTH SECTION APPLICATIONS NOS. 542, 1024, 

1530, 3965, 484, 2045, 1952, 2138, 458, 601, 4297, 4948, 799, 

1548, 2222, 1021 AND 2043 (I. C. C., 495-510) 

SUGAR RATES FROM NEW ORLEANS, LA. AND 
POINTS TAKING SAME RATES TO OHIO RIVER 
CROSSINGS, MEMPHIS, TENN, S§sT. LOUIS, MO., 
AND INTERMEDIATE PONTS. 





IN THE MATTER OF APPLICATIONS FOR RELIEF 
FROM THE PROVISIONS OF THE FOURTH SEC- 
TION OF THE ACT TO REGULATE COMMERCE, 








August 29, 1914 


AS AMENDED JUNE 18, 1910, RESPECTING RATES 
ON FREIGHT TRAFFIC HEREINAFTER DE- 
SCRIBED. 


Submitted April 1, 1914. Decided June 26, 1914. 


Carriers transporting sugar from New Orleans, La., and points 
taking the same rates to Ohio and Mississippi River points, 
violate in many instances the rule of the fourth section 
of the Act, and ask to be allowed to continue the making 
of higher rates to intermediate points. Upon the facts dis- 
closed by thé record; Held, That— 

1. To the extent that water competition justifies departures 
from the fourth section to points on the Ohio and Missis- 
sippi rivers and their tributaries relief should be granted 
to the extent prescribed in the report. 

2. Whatever local rate is made for the transportation of sugar 
by the direct line from New Orleans and points taking the 
same rates to any interior point south of the rivers should 
not be exceeded by any rate to any point intermediate 
thereto upon that line. The applications of carriers having 
the direct route to all such points for authority to continue 
charging higher intermediate rates on such traffic will there- 
fore be denied. 

3. Indirect routes to all such points authorized to depart from 
the fourth section, upon the circuitous-route principle, to 
the extent prescribed in the report. 


R. Walton Moore and Charles D. Drayton for Illinois 
Central Railroad Co. and other carriers. 

Nelson W. Proctor for Louisville & Nashville Rail- 
road Co. 

Robert N. Nash for St. Louis & San Francisco Rail- 
road Co. and its receivers. 


Report of the Commission. 


BY THE COMMISSION: ; 

The carriers herein are engaged in the transporta- 
tion of sugar in carloads from New Orleans, La., and 
points taking the same rates, to Ohio River crossings, 
Memphis, Tenn., St. Louis, Mo., and other Mississippi 
River points and points intermediate thereto, and con- 
travene in many instances the rule of the fourth section 
of the Act to regulate commerce,: as amended June 18, 
1910. They have filed applications as above numbered 
asking to be allowed to continue charging lower rates 
on sugar from New Orleans, and points taking the same 
rates, to the river points, than are concurrently in effect 
on like traffic to intermediate stations; also for author- 
ity to continue to charge lower rates on sugar from 
New Orleans and points taking the same rates to vari- 
ous intermediate low-rate points on routes operating to 
the river crossings than are concurrently in effect on 
like traffic to stations intermediate to said low-rate points. 
The applications were set down for hearing at Cincin- 
nati, O., and Birmingham, Ala., and the carriers named 
appeared at these hearings and offered testimony in 
justification of the relief prayed. Subsequently they filed 
briefs and have been heard in argument. 

The railroad commissions of the several states 
through which these carriers operate, together with the 
boards of trade and chambers of commerce of the 
different cities intermediate to the river crossings, were 
notified of these hearings and invited to be present to 
introduce any evidence respecting the relief prayed by 
said applications which they might desire. No opposition 
was interposed to the applications which are now be- 
fore us for determination. 

New Orleans is reached and served by several im- 
portant railroad systems operating to the Ohio and Mis- 
sissippi River crossings. Among the principal routes 
from New Orleans to the most important river cross- 
ings are the Yazoo & Mississippi Valley Railroad to 
Natchez and Vicksburg, Miss., Helena, Ark., and Mem- 
phis, Tenn., the Illinois Central Railroad to Memphis, 
Tenn., Cairo, Ill., St. Louis, Mo., and Louisville, Ky., the 
Louisville & Nashville Railroad to Evansville, Ind., St. 
Louis, Mo., Louisville, Ky., and Cincinnati, O., and the 
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New Orleans & Northeastern Railroad, constituting the 
southern end of what is known as the Queen & Crescent 
route to Cincinnati. The Queen & Crescent route is com- 
posed of the New Orleans & Northeastern Railroad, 
from New Orleans to Meridian, Miss., the Alabama 
Great Southern Railroad, from Meridian, Miss., to Chat- 
tanooga, Tenn., and the Cincinnati, New Orleans & Texas 
Pacific Railway, from Chattanooga to Cincinnati. 

The following tables show the rates, in cents per 
100 pounds, on sugar and the distances via these lines 
from New Orleans to the Ohio and Mississippi River 
crossings and to points intermediate thereto: 


RATES ON SUGAR AND DISTANCES FROM NEW ORLEANS 
VIA THE YAZOO & MISSISSIPPI VALLEY R. R. 


From New Orleans to— Miles. C. Ie da Coke 
I EM oa wa tae édccde won oan 125 7% 7% 
MN: Me oi Dia koe cin wero oho cians tse gs 113 17 17 
MR cit a oe et erase 5 Boe, 214 10 12 
PE EE Sm on ks o ow Wena ces cabees 160 30 30 
a sic sea Silas eee os 235 10 12 
ES acc s one bceké v6s'se.es 198 39 32 
CE io 6 as. iis ec nalts sno whan we 317 10 15 
ee ree 274 30 32 
TI Fie? cen oaks ce odesks ce bcnde wanes 355 12 15 
I NE 6 on on 5s <:d gracw tho eats 6 ® aera 284 31 32 
bas, OP. eee 396 12 15 
Se SEIN 6 nvn ead diag wibbawicns acess s 395 12 15 
WON Foi oa nd wits dnc a Shain o'a't @rale'e ata 409 12 15 
_... SE ie PRE Renee Seo erea eines tt 356 31 33 
I 8 anc aniaiblaewos 455 12 15 
I oe icc nna can ceekanle oe vacate 400 34 34 
I, ict. os, 6h covers buen amkiwag ee 255 15 18 
I Ek Aas whe eae 5 ce 235 32 32 
I 8h S00 oars 0s nds cseeetseawwt 301 15 20 

Re soa & Sin hte alles: 4ce-w akesito ark 235 32 
I I a i006. 5.60-0. 04. won'5s ode kos 282 a sia 
MI MI S25 5 halos 0k aie Wieace ttn 282 fn 35 
I SN, ncn os hoc ba Feu es Sc0hs cle 301 15 20 
Pe GI GaSe ob OF '0kt Wes s5S abcess dece 277 30 32 
AO NG 5a ninck ocr owncdendnsineee’s 354 15 20 
I re iaic den ae a pratwns Gae 235 32 - 
ST). 4:50 8 naib S300 wanes dua wala cin 328 38 


*Intermediate point. 


RATES ON SUGAR AND DISTANCES FROM NEW ORLEANS 
VIA THE ILLINOIS CENTRAL R. R. 


From New Orleans to— Miles. Crk. L. Ck. 
I Fe 6 BRR Ries vk Fad Fob aoe sh owek 53 12% 12% 
by ee ee 48 17 20 
PU IR Sis 65S 55-5-0u bob eccdaeveswws 184 15 18 
52s hace Bi aranlcandsoS hae nwAds 175 17 20 
I id ne ss occ hale daw ealee eu 272 22 28% 
NE BN oasis « diawiwiewwh0.6 duis qlee 265 © 23 39 
ROG I I oo ee ccic ca deca daawen 370 22 33% 
So Ege Re ee ee ere 361 22 41 
CRAG STI ng bo ise soe wise tlne’s 395 25 33% 
I Os NE vac. pa ociace ss cocws 389 35 es 
pe er eee 361 a 41 
SI SIR 8.6 sos hs oe sbeadese<sshowad 441 25 36% 
Se NS oso Keil dews ceaeddaas dddeteus me 464 26 37% 
ER baci cea ce ndwhd be pepe sad beaile 495 27 37% 
PO EE, coh ce eccceuse d ciesreicaeacsaeides 506 28 37% 
i ee isn, So tka ss tae eet bge cet 430 35 he 
MIL 6 sa cninse des cae ewasiedes 361 és 41 
SPI, I 6 6.0 8 ew or OR ale S56 ob ecw UES 500 25 37% 
I I os 5 pg a Kaew 430 35 ne 
I INL 6253 Sea adedds a dwccswaees 361 es 41 

Birmingham, Ala., and points taking same 
ESE ae ee ey ee 661 17 20 
PS I 585.0 oo 5 Sn 60d 6.00108 BEN 0 ewe 578 35 47 
SI i as elk 5 ccna ut pie mana oie 12 15 
I OT 6.50 ot dv oc 50400 send ee Sr! - 40 
py et ee er ee ee 471 25 33 
NN NN ins ol oa arate aan h buns heed aoe wo Rie 502 27 37% 
MC nc Sacicln's cvébes cebe cesses 311 37 40 
CO og iain sis 8h baad note ee'sa bb ae Seas 554 17 22 
TE RA, PENS. (5a 8 3b eecewbs aus eae sane eels 545 15 22 
Wr, Ss Sedan Giles bree csi ks cwseekeue Sis 543 ‘45 22 
I Be ose t wcidelat oan dt windinn 550 17 22 
PR OR ook hc 95's 9 ese oS 0o-s Snes one-as 430 35 oa 
I iin ceh ene cnnghnesamecice 361 - 41 
I I ik ins 6s a Weea ne aan eaed owe 629 22 25 
SN. hh 5 As de UE.ah ate hn ceion 663 21 27 
SI, os oi ab onan ocak bbasd den 669 17 23 
SS SN aie d div s's 0 kchas ove dm aye eam 686 17 23 
boa oad s Seis bas oie Fonte pone bresias 697 17 23 
TR I Sib xv e ae atv o ern wimecteshws 430 35 wa 
EEE, UE, 0. a ic tida ibid odie.c-cn sidered 361 ae 41 
CE Fok nlb rds -0h 08's s 0s see R ew Es 723 17 23 
FN I. sites dbp drome d aeeke sd aes >. 779 17 23 
ST PE cas thc aie a deawscoswm sons 628 64 64 


*Intermediate point. 
RATES ON SUGAR AND DISTANCES FROM NEW ORLEANS 
VIA THE LOUISVILLE & NASHVILLE R. R- 
From New Orleans to— Miles. Cy, Es. 
New Orleans & Mobile division stations; between 
New Orleans and Mobile: 


RE DIRS FO bo oe agp eked ee Sus take oeaele & 4 7 
CaN, DIONNE. it pec o's ow a.accco'p sieve weds ake onal ote 2 9 67 12 
Ge “I Sis ooh hee o's oe See os cadena es 115 28 
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a. oe WOECEL SINE Gab Saat er CK eabagetmiete at 2 ee WON, | Soka) Gan oe Seeks Chet, ae = = - 
obile, OP 0s Wide meh ado tae apeleite eas «eich ixon, Tenn. ‘ ; a : 3 8 
Mobile Montgomery division stations; between Eflanger, Ky. and inclusive points. .... 826 23 28 
— - Seen: ce os CR: ED. Cuaidud seapaccsadsamenéde'des 836 18% 23 
Magazine, tds na wine ih awk dikes edhe wee na . s i . Bs 
Pollard, Ala. ..2... Res usiusstats rontastneeden: 205 39 The destinations as to which relief is asked fall 
OIE THEIRS in ving « b:n:4 bled. adGeb ee wah osededenas 237 44 j sil 
NS ook cain sta Lg wichn Gh a tiene wapeteuline ake 274 39 naturally into two divisions—those that are located on 
— ee os 6 Feehan cvscebe weap debtenoae = a Navigable waterways, and those that are not. 
Ns DM oi ina tines sbubneoe sik badd . . ‘ 
¥ zi - The first class of destinations is logically separated 


South & North Alabama R. R. stations; between 
Montgomery and Decatur: 


CS MO sh Oe cas «tad abn ape on Scaled wo od 327 24 
io ee Se ee ee eee er ee eer 343 31 
ET ae ee 359 39 
i Gian cade ian de Dee Paes Ea om ard ne 367 41 
EL WA. ks > dain Kovealelbe.s omeAes Od eewunees 381 33 
IT i ik Saal ans Greate a hi wr ee Aa Wee eS 402 27 

Birmingham, Ala.* ........ SO IS inaees 415 17 
CC, Me in oun ads «dias é abe beh canine Ge mele 426 24 
CE SEO “ag ocSct ceantcdsent oct. ¥e muliess hts 469 42 
ES MG heated sc Mak sae kee men nte oohae hae 495 31 

RS Er ar ae ee 501 24 


Nashville Decatur division stations; between De- 
catur and Nashville: 





I, cas a Pree ae oh Se ele ate a aed en wales be 34 
CE OS, ia as Gi area's oa Sie saat awe ce wie 46 
i RS ee, oe cae sence ba metiee bee 45 
err 31 
i ee ds etd ans ee benend ee neen gerd " 22 
RE Se ee te ee 2 17 
a stem stations; between Nashville and Louis- 
ville: 
I, ES ss das sialdictn le wale aus Roe case 629 2 
I ges eg da gia sib wisn wawnkee ae 646 31 
rn - sv eecewa ce sads oan cae kaieiineel 650 25 
EE Ne cape dd oclndade nck ton sc¥ eo ark 675 40 
ee TO. cccenceacneescusedevenas 695 20 
I NE | sn abn es eve eee eee 709 47 
I Ee en at eae at esa kpeV hs oonRS hen 4’ 728 25 
TEA ce eencse” 8 «§ “° tveeksneleslen 724 47 
OE OSS re err rr rears 728 25 
TMVAMON TUMCUON, Ky. 2 2.cccccccceccscesccees 779 33 
OI ns ae aa ale aw knanoneaia 799 24 
i SO i. ene ieee daeihiee chs ake wees 809 17 
Cincinnati division stations; between Louisville 
and Cincinnati: 
NS ee er ree 813 24 
a hi ee bi cael arith cheeks 850 37 
a a ga a nm ac Miactge Backache iano 884 34% 
i el ee abe a a6 ieee Cee 907 24% 
i! 2st atc beh eee drs bas eoennc eed Pee 913 18% 
NO ae od as seh dhinaa pa Rad awe 918 1814 
EEE EEE ACO E 919 18% 
Henderson division stations; between Nashville 
and Evansville: os 


SOONG U, WOME cwccscccacicue 
NN, Tae ik ccccnenes 2 





Hopkinsville, Ky.* re 22 
I ee a eee ak ehe eek net hedhheenen 40 
i M-  Oe ee pews sn he eae neda se eeebeeeawans 31 
SS SE Sohne deeenens.cenesneeeneneehee sense 24 

ESS et ee 17 

A. ctbhecdasdanewaseaakcamunaes 17 

St. Louis division stations; between Evansville 
and St. Louis: 
i i  . incs yaw abasnakee aes exeb RES 796 23 
nal dls duiga eth acasemarwareawerdswarebe 824 28.28 
I ria. aa hn anor entities ka hig aien wee o weg e 842 29.20 
CR, ME id 054d de eee Mee bes Cee irs.naem 914 22.40 

SE. dans Gat chen bake at rete ken 924 17 

ls: BA TE vont kcin mn ngevces tesdeeeene 938 17 

i Lo on eel Sadi ccutg Ww apideh a ireeee 943 - 17 

Owensboro & Nashville division stations; between 
Russellville and ,OWensboro: 
i Me 66 ceca ewekeedeeaiins eeeeiees 691 33 
Ws SUED, TAG, 6c tise borers csdcnceerny 713 41 
ct Pebia cnc drawleatenkanctentctsespes 735 33 
SE, : co cate bbhivncthan a Fenesnn’ 753 24 
en eae ane he eniwade eee e net 762 17 


*Low-rate point. 
RATES ON SUGAR AND DISTANCES FROM NEW ORLEANS 
VIA THE QUEEN & CRESCENT ROUTE. 


From New Orleans to— Miles. ©. By: T.. Cada 

Meridian, Miss., and inclusive points...... 202 15 18 
| RR REE EN AcE ony ee 207 20 25 
PN *sdcs ca Gtea ieee wecaeinnead da wedaat 215 20 30 
SEE 2 Lia cee aS deme vale nal ehsmesiocmaais ee 20 30 
EET ih do dicks x cared howe eeeleehe ates i ear artare 224 20 27 
EE Ra & as bas Aa awe ae 24 demaWelesewe 230 17 27 
EN D6 Gia Woren sb stk eo ches AW elke mba been eee 235 20 20 
I Po, aiui-e ia: halgrh Wghinnd alec eh aw elegans 239 20 27 
Epes a : 246 20 32 
0 }and inclusive points.......... { 258 20 32 
PE. 22d. wed caea we tareeteaete nabs ab ekee ea 265 20 27 
a cc ce da wals gonads etka wie eek axkee 274 17 20 
ltewart ...:). ; “ ; 277 20 27 
Englewood and inclusive points........ { 294 20 27 
EL tis abt cep <he Ok wad he beneeceokeb acs 299 17 20 
comeeneee She iy dae Aiea ci a hes Sand a 307 22 27 

oaling $ : iv ; 314 22 32 
Bibbville Jana inciusive points........... { 324 29 39 
ee SO: AU 8s cs oases inthe Wao mbewin 341 22 27 
Paes, a ona oc aera abate o neldto ace 355 17 20 

i a ; 376 22 35 
Whitney }and inciusive points........... 395 29 35 
ES avicnaashssr sets Mean iot ee tackateccues 411 20 23 
NE a Se ee hd ia Cais edad in aby 6 nwaneeene 423 25 38 


into two subdivisions—one composing those cities that 
are located on the Ohio and Mississippi rivers and 
which are reached by the rails of the northern trunk 
line railroads; and those situated on the tributaries of 
these rivers. With the Ohio and Mississippi River cross- 
ings we will deal first. 

It will be observed from an examination of the fore- 
going tables that the rates on sugar from New Orleans 
to Cincinnati are 18% cents per 100 pounds in carloads 
and 23 cents in less than carloads, while the rates to 
all of the lower Ohio River crossings and St. Louis, Mo., 
are the same, viz.: 17 cents in carloads and 22 cents 
in less than carloads, being the same by all routes, of 
which there are many. Of the more important lines 
Operating to the river crossings there are 17 competing 
rail routes .from New Orleans to Cincinnati; 12 from 
New Orleans to Louisville; 11 from New Orleans to 
Evansville, and 14 from New Orleans to St. Louis. 

The justification pleaded by all these applicants 
for relief from the operation of the fourth section is that 
the lower rates to Cincinnati and the other Ohio River 
crossings and St. Louis, Mo., have been induced by 
water competition from New Orleans via the Mississippi 
and Ohio rivers and also by competition of carriers 
from the East. Cincinnati, it is alleged, has long been 
the pivotal point, from a market standpoint, between 
New Orleans and the East, and while the rates from the 
East and from New Orleans to Cincinnati have not 
always been the same, those rates have closely approxi- 
mated each other. At the present time the rail-and- 
water rate on sugar from Philadelphia to Cincinnati 
is 18 cents as against a rate of 18% cents from New 
Orleans to Cincinnati. In fixing the rates from the East 
to Cincinnati and the other Ohio River crossings and 
St. Louis, Mo., the eastern trunk lines depart from their 
normal percentage scale, because of the low water-com- 
petitive rates from New Orleans to those points, so 
that the rates to Ohio River crossings and St. Louis, 
not only from New Orleans, but also from the East. 
are influenced by the river competition. This situation 
was dealt with by the Commission in the Indianapolis 
case, 15 I. C. C., 567 [The Traffic World, March 20, 
1909, p. 246], in which it was held that the rates on 
sugar from New Orleans to St. Louis and to the Ohio 
River crossings were controlled by potential water com- 
petition. 

The following table shows the present rates on 
sugar from New Orleans to the principal river crossings 
and Chicago as compared with the rates on sugar from 
the East to the same destinations: 


RATES ON SUGAR IN CARLOADS, PER 100 POUNDS. 


To To 

To.Cin- Louis- To St. Chi- 

From— cinnati. ville. Louis. cago. 
I IID: 2 aria. 0 bint wird: 0.0 tke ero oe ieee 18% 17 17 3 
ee Fars Ce BNE ovina ds > 6s ven ¥ccwed 22 23 25 26 
New York (rail and water)............ 29 21 23 24 
PRimm@emmia. CRM TA) «oe ccccsccsccss 20 21 23 24 
Philadelphia (rail and water).......... 18 19 21 22 
CO OO Se ee ea 13 16 16 11 
PP “NOUN ohne neh Cah recbonedenss 9% 14 14% 10 


In its opinion In the Matter of Lumber Rates from 
the South to Ohio River Crossings, 25 I. C. C., 50 [The 
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Traffic World, Nov. 16, 1912, p. 732], the Commission 
recognized water competition at the Ohio River cross- 
ings as a justification for granting relief from the rule 
of the fourth section; and more recently, in its report 
in Fourth Section Violations in the Southeast, 30 I. C. C., 
153 [The Traffic World, May 16, 1944, ’p. 944], granted 
relief to the carriers in the opposite direction to con- 
tinue to charge lower rates from the Ohio and Missis- 
sippi River crossings to New Orleans than to interme- 
diate points because of water competition by the Ohio 
and Mississippi rivers. Testimony was also introduced 
at the hearing of the instant applications to show the 
part played by river competition in the past in inducing 
lower rates on sugar to the Ohio and Mississippi River 
crossings than to intermediate points, as justification 
for relief from the fourth section on sugar traffic north- 
pound. The rates to Cincinnati and the other river 
crossings have undoubtedly been influenced by the highly 
competitive conditions existing at these crossings, and 
as said by the Commission In the Matter of Lumber 
Rates from the South to Ohio River Crossings, supra, 
at page 59: ° 


In so far as the Ohio River itself, by affording a means of 
transportation, gives to these cities upon its banks lower rates 
than would otherwise be obtainable, they should be accorded 
the benefit of their location. 


To the extent, therefore, that this water competi- 
tion justifies departures from the rule of the fourth sec- 
tion to the river points, relief should be granted, but 
certainly not to the extent prayed by all the applicants 
herein, 

The Queen & Crescent constitutes the direct short 
line from New Orleans to Cincinnati, which is the most 
distant of the river crossings involved. The distance 
via this route from New Orleans to Cincinnati is 836 
miles. There are in effect blanket rates of 23 cents, 
carloads, and 28 cents, less than carloads, to all points 
on this line between Chattanooga and Cincinnati, except 
to Lexington, Ky., which is accorded the Cincinnati rate. 
These blanket rates are applied to a’stretch of territory 
approximately 300 miles in length for distances ranging 
from 498 to 833 miles. The center of this blanket is in 
the neighborhood of 650 miles from New Orleans. When 
these voluntary blanket rates to the non-competitive 
points are compared with the competitive rates to Cin- 
cinnati it will be seen that they appear to bear a rea- 
sonable relation to the competitive rates which would 
warrant relief to the Queen & Crescent route from the 
rule of the fourth section to the extent prayed to Cin- 
cinnati. We are, therefore, of the opinion and find that 
the Queen & Crescent route should be permitted to con- 
tinue to charge lower rates on sugar from New Orleans 
to Cincinnati than are concurrently in effect on like 
traffic to intermediate points between~ Chattanooga and 
Cincinnati, and to maintain higher rates to said inter- 
mediate points, provided the present intermediate rates 
of 23 cents per 100 pounds, carloads, and 28 cents per 
100 pounds, less than carloads, are not exceeded. 

The departures from the long-and-short-haul rule oc- 
curring in the rates to the intermediate points south of 
the river crossings on the lines of the other applicants 
are numerous, as will be seen from an examination of 
the foregoing tables, and they can be said to bear any- 
thing but a reasonable relation to the competitive rates 
to the river points. The principle upon which these 
Sugar rates are made in the Southeast is by using a 
basic mileage scale, and rates according to that scale 
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are applied to the intermediate points, except where 
rates made by combination on some base point would 
make lower rates than the straight distance scale. The 
result is that the present rates to many intermediate 
points involved are constructed on basis of lowest com- 
bination, and while higher than the rates to the base 
points, are yet lower than rates made on bases of the 
mileage scale. 

These applicants have attempted to justify not only 
their present basis for making rates, but also, by many 
comparisons, the reasonableness per se of the higher 
rates to intermediate points. The Commission, however, 
cannot sanction a basis for making rates which will 
result in such utter disregard of the rule of the amended 
fourth section as that now obtaining in the Southeast 
on this sugar traffic. It will be observed from a glance 
at the foregoing tables that the excesses at intermediate 
points over the rates to the more distant point sare 
in many instances not only undue, but are so unreason- 
able by comparison with the rates to the more distant 
points as to be discriminatory against the intermediate 
points to an extent that cannot be justified. A compari- 
son of the rates to the intermediate points on the lines 
of the applicants, with the blanket rate of 23 cents per 
100 pounds carried to all intermediate points on the 
Queen & Crescent route between Chattanooga and Cin- 
cinnati for distances ranging from 498 to 833 miles, 
tends to show that the rates to intermediate points 
on the other lines which are higher than 23 cents for 
like or less distances are excessive. However, without 
passing upon the reasonableness of the rates to the 
intermediate points on any of the lines, we are of the 
opinion and find that the applicant carriers here involved 
have not presented sufficient justification for maintaining 
higher rates to points south of the river crossings than 
the rates to the local points between Chattanooga and 
Cincinnati on the Queen & Crescent system. The car- 
riers operating direct routes to all Ohio River cross- 
ings, and St. Louis, Mo., will be allowed to’ continue 
to charge lower rates to the said river crossings and to 
maintain higher rates on sugar to intermediate points, 
provided, however, that the rates to said intermediate 
points do not exceed 23 cents per 100 pounds, carloads, 
and 28 cents per 100 pounds, less than carloads. Upon 
the circuitous-route principle laid down in former deci- 
sions, we are of the opinion and hold that indirect 
routes should be allowed to continue to meet the rates 
of the direct route between New Orleans and any river 
crossing in those instances where the indirect route is 
not less than 15 per cent longer than the direct route 
between the same points; and to maintain higher rates 
on like traffic to intermediate points, provided the rates 
to the intermediate points on the indirect routes do not 
exceed 23 cents per 100 pounds, carloads, and 28 cents 
per 100 pounds, less than carloads, for distances of 700 
miles or less from New Orleans, and 25 cents, carloads, 
and 30 cents, less than carloads, for distances exceed- 
ing 700 miles. 

Lexington, Ky. 


Lexington, Ky., is on the Queen & Crescent route, 
82 miles south of Cincinnati, and, according to the testi- 
mony, has for the past 25 years been grouped with 
Ohio River crossings. This was done because the car- 
riers. have always considered Lexington as a gateway 
betwsen the North and the South, being midway between 
the lines Jeading eastwardly toward the Buffalo-Pittsburgh 
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zone and the lines leading southwardly to New Or- 
leans. Because of this fact relief is asked to continue 
to charge lower rates on sugar from New Orleans to 
Lexington than to intermediate points. At the present 
time both Cincinnati and Lexington take approximately 
the same rates on sugar from Philadelphia and from 
New Orleans, the rail-and-water rate from Philadelphia 
to Cincinnati being, as before stated, 18 cents, while 
the rate from Philadelphia to Lexington is 19 cents as 
against a rate of 18% cents from New Orleans to both 
points. In view of the circumstances and conditions 
above outlined, under which lower rates have been estab- 
lished to Lexington than to intermediate points, we are 
of the opinion and hold that relief should be granted 
to Lexington to the same extent as to Cincinnati. 

The Yazoo & Mississippi Valley Railroad operates in 
Mississippi Valley territory, extending from New Orleans 
northwardly through the states of Louisiana and Missis- 
sippi to Memphis, on the southern boundary of ten- 
nessee. The lines of this carrier radiate in Mississippi 
in various directions, and touch Arkansas at Helena. 
The following points are located directly on the Missis- 
sippi River: Natchez, Vicksburg, Greenville, Friars 
Point, Sessions, Dickerson, Miss., Helena, Ark., and Mem- 
phis, Tenn. One of its branch lines paralleling the 
Mississippi River extends from Riverside Junction, Miss., 
to Coahoma, Miss., west of its main line, a section 
known as the Riverside district. At many of the sta- 
tions on this branch this railroad comes into actual 
contact with the river, and no point on the branch is 
more than a few miles away—probably from three to 
five miles at the outside. Rates to these points have 
been influenced by river competition,.and are on that 
account lower than rates from New Orleans to inter- 
mediate points. The rates to points on this branch 
are made by combinations of the rates on Greenville, 
Rosedale, Sessions, Dickerson and Friars Point plus 
the loca] rates from those points to local stations. [In 
addition to the points located on the Mississippi River 
there are some stations on the Yazoo River, a tributary 
of the Mississippi River, which empties into the Missis- 
sippi at Vicksburg, and those towns are Greenwood, 
Yazoo City, Belzoni, Silver City, Belgrade and Hard- 
cash. Lower rates are carried to these points than to 
intermediate points because of the competition of steam- 
boats and barges operating on the Yazoo and Mississippi 
rivers. 

The Illinois Central Railroad has the direct route 
from New Orleans to Memphis, Tenn., the distance be- 
ing 395 miles. The carload rate by this route to Mem- 
phis is 12 cents per 100 pounds, and the less-than-car- 
load rate 15 cents. The highest-rated point on this line 
intermediate to Memphis is Tillatoba, Miss., 311 miles 
from New Orleans, to which point the carload rate is 
37 cents, less-than-carload 40 cents. As will be noted 
from an examination of the foregoing tables of rates 
of these carriers, similar departures from the fourth 
section occur at other points on the lines of the Illinois 
Central and Yazoo & Mississippi Valley Railroads inter- 
mediate to the Mississippi River points. 


The reality of the water competition afforded by 
the Mississippi and Yazoo rivers is beyond question, and 
the evidence shows that this competition is active to- 
day to these river points. While, the Illinois Central 
Railroad to Memphis, Tenn., and the Yazoo & Missis- 
sippi Valley Railroad to the other low-rate river points 
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are entitled to some measure of relief because of the 
water competition at these points, these carriers have 
not convinced us that they are entitled to relief under 
the amendéd fourth section to the extent that the dis- 
crimination now existing should be perpetuated. The 
rates to intermediate points are, in some instances, 
double, or more than double, the rates to the river 
points, and this has the effect of giving an undue pref- 
erence to the river points and creating an undue dis- 
crimination against the intermediate points. 

We ‘are, therefore, of the opinion and find that the 
Illinois Central Railroad Co. should be allowed to con- 
tinue to charge lower rates to Memphis, Tenn., than 
to intermediate points, and to maintain higher rates on 
sugar to intermediate points, provided the rates to said 
intermediate points do not exceed 20 cents per 100 pounds 
in carloads and 25 cents per 100 pounds in less than 
carloads. 

We are also of the opinion and hold that the Yazoo 
& Mississippi Valley Railroad Co. should be allowed to 
continue lower rates on sugar to all river points on its 
lines than to intermediate points, not on the river, pro- 
vided the rates to said intermediate points do not exceed 
17 cents per 100 pounds in carloads and 20 cents per 
100 pounds in less than carloads. The indirect routes 
from New Orleans to all of the Mississippi and Yazoo 
River points. should be allowed to continue to meet the 
rates of the Yazoo & Mississippi Valley Railroad and 
the Illinois Central Railroad to said points in those 
instances where the indirect route is not less than 15 
per cent longer than the direct route between the same 
points, and to maintain higher rates on sugar to intermediate 
points, provided the rates to said intermediate points 
on the indirect routes do not exceed 15 cents per 100 
pounds in carloads and 20 cents per 100 pounds in less 
than carloads for distances of 200 miles or less; 17 
cents per 100 pounds in carloads and 22 cents in less 
than carloads for distances of 300 miles or less, and 
20 cents per 100- pounds in carloads and 25 cents in 
less than carloads for distances not exceeding 400 miles. 
Destinations South of the Ohio and East of the Missis- 


sippi Rivers. 


The second class of destinations to which relief is 
asked are those cities that- are located in the territory 
south of the Ohio and east of the Mississippi rivers, 
to which points it is claimed the rates on sugar from 
New Orleans have been affected, directly or indirectly, 
by their location on, or proximity to, navigable water- 
ways, or by the action of some state railroad commission 
in its desire to protect some jobbing or distributing 
point in the state by the establishment of rates which 
would enable them to. continue to exist as such. Some 
of these cities or towns, it is alleged, have received 
relatively low rates because of the Mississippi and Ohio 
River competition heretofore described. Of such we 
have the following points: Nashville and Clarksville, 
Tenn., on the Cumberland River; Bowling Green, Ky., 
on the Barren River; .Chattanooga, Tenn., on the Ten- 
nessee River; and points reached by way of the Mexi- 
can Gulf, such as Montgomery and Selma, Ala., on the 
Alabama River, and Mobile, Ala., on Mobile Bay. 


Nashville, Tenn. 


Nashville is located on the Cumberland River, and 
is reached and served by the Louisville & Nashville 


Railroad, Nashville, Chattanooga & St. Louis Railway © 
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and the Tennessee Central Railroad. All three of these 
roads participate in the movement of sugar from New 
Orleans to Nashville, and compete for that traffic with 
each other. The direct route from New Orleans to 
Nashville is the Louisville & Nashville Railroad, and 
the distance via this route is 622 miles. The rate on 
sugar is 17 cents per 100 pounds, carloads, the same as 
the rate to Louisville and the Lower Ohio River cross- 
ings and St. Louis, Mo. The evidence shows that the 
Cumberland River is. navigable between Nashville and 
its mouth, near Paducah, about ten months in the year. 
During the open season regular weekly boat service is 
maintained between Paducah, Ky., and Nashville, also 
between Evansville, Ind., and Nashville. The Cumber- 


land River, it is claimed, is really a part of the Ohio. 


and Mississippi rivers system, and for all practical 
purposes is a mere extension of the Ohio River south- 
east, just as the Ohio River proper extends northeast. 
So far as river transportation is concerned, and so far 
as river rates are concerned, it places Nashville in the 
same category. with Louisville, with Cincinnati, with 
the other Ohio River cities and St. Louis. Nashville 
has always been considered in rate adjustment, not as 
a southeastern common basing point, but as an Ohio 
and Mississippi River point. It is particularly true of 
the sugar rates from New Orleans. The rate on sugar 
from New Orleans to Nashville have been substantially 
the same as the rates to Louisville since the year 1884, 
with some exceptions, and they have been so, it is 
claimed, because the Nashville merchants have at all 
times been enabled to obtain, by the use of the boat 
lines on the Cumberland and Mississippi rivers, sub- 
stantially the same rates as the Louisville rates. 

The Commission, in its opinion in Phillips, Bailey 
& Co. vs. LL. & N. R. R. Co., 8 I. C. C., 93, recognized 
the water competition at Nashville as a reason for 
charging no higher rates to Nashville than to Louis- 
ville on sugar from New Orleans. In that case it was 
said, at page 106: 

We are convinced, however, that higher rates to Nashville 
than to Louisville are not warranted by any dissimilarity of 


condition, affecting transportation to Nashville and Louisville, 
respectively, which has been shown in this case. 


While there is no sugar moving to-day between New 
Orleans and Nashville by water, still, the river is 
navigable and there is a possibility of its moving that 
way. 

In view of the facts and circumstances just recited, 
which have induced rates to Nashville, Tenn., lower 
than to intermediate points, we are of the opinion and 
find that the Louisville & Nashville Railroad should 
be allowed to continue to charge lower rates on sugar 
from New Orleans to Nashville than are concurrently 
in effect on like traffic to intermediate points, provided 
the rates to the said intermediate points do not exceed 
23 cents per 100 pounds, carloads, and 28 cents, less 
than carloads. The indirect routes operating between 
New Orleans and Nashville will be allowed to meet 
the rates of the Louisville & Nashville Railroad to Nash- 
ville in those instances where the indirect routes are 
not less than 15 per cent longer than the line of the 
Louisville & Nashville Railroad between the same points, 
and to maintain higher rates on like traffic to inter- 
mediate points, provided the rates to the intermediate 
points via the indirect routes do not exceed 23 cents 
per 100 pounds in carloads and 28 cents in less than 
carloads for distances less than 700 miles from New 
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Orleans, and 25 cents in carloads and 30 cents in less 
than carloads for distances exceeding 700 miles. 


Bowling Green, Ky. 


Bowling Green, Ky., is reached by the main stem 
of the Louisville & Nashville Railroad, 695 miles from 
New Orleans by the direct. route and 114 miles from 
Louisville, and is located on the Barren River, which 
is the head of slack-water navigation between Bowling 
Green and Evansville, Ind. The evidence shows that 
regular boats are in operation between those cities 
the year round and that there is no trouble with low 
water or other impediments to navigation, such as are 
found in the larger rivers. The present rate on sugar 
from New Orleans to Bowling Green is 20 cents per 100 
pounds in carloads, and, it is alleged, was established 
by the Louisville & Nashville Railroad in order that it 
might compete with boats operating on the Green and 
Barren rivers from Evansville to Bowling Green. Evans- 
ville is located on the Ohio River at the confluence of 
the Green River and obtains sugar from both New 
Orleans and the East. 

Sugar shipped from Evansville does not, therefore, 
necessarily originate at New Orleans, but is sold to Bowl- 
ing Green merchants by jobbers located at Evansville, 
and shipped by boat from Evansville. It is this compe- 
tition that the Louisville & Nashville claims it met in 
establisihng rates on sugar in carloads from New Orleans 
to Bowling Green. Because of this competition the car- 
rier asks relief from the operation of the fourth section, 
and permission to continue rates to Bowling Green lower 
than to intermediate points. The rate of 20 cents per 
100 pounds on sugar from New Orleans to Bowling Green 
for a distance of 695 miles appears to be low, and, in 
view of the fact that this rate is influenced by water 
competition, we are of the opinion that this carrier should 
be allowed to continue to charge rates on sugar from 
New Orleans to Bowling Green lower than rates con- 
currently in effect on like traffic to intermediate points, 
provided the rates to said intermediate points do not 
exceed 23 cents per 100 pounds in carloads and 28 cents 
in less than carloads. The carriers with indirect routes 
to Bowling Green will be allowed to continue to meet 
the rate of the Louisville & Nashville Railroad to Bowling 
Green in those instances where the indirect routes are 
not less than 15 per cent longer than the direct route 
between the same points, and to maintain higher rates 
on sugar to intermediate points on the indirect routes, 
provided the rates to said intermediate points do not ex- 
ceed 23 cents per 100 pounds in carloads and 28 cents 
in less than carloads for distances less than 700 miles 
from New Orleans, and 25 cents in carloads and 30 cents 
in less than carloads for distances exceeding 700 miles. 


Montgomery, Ala. 

Montgomery, Ala., is situated on the south bank of 
the Alabama River, 180 miles northeast of Mobile, Ala., 
and 165 miles north of Pensacola, Fla., the nearest Gulf 
ports. In the transportation of its New Orleans traffic 
it is served by the Louisville & Nashville rails direct, 
while both the Illinois Central and New Orleans & North- 
eastern railroads handle traffic to Montgomery in con- 
nection with the Mobile & Ohio, and with the Western 
Railway of Alabama. The Louisville & Nashville Railroad 
has the short route from New Orleans to Montgomery, 
tae distance being 318 miles. The rate on sugar from 
New Orleans to Montgomery via this route is 17 cents 
per 100 pounds, and this rate is met by the indirect routes. 











Montgomery is served to a greater or less extent by 
boat lines on the Alabama River. The testimony shows 
that in 1844 there were 38 steamboats operating on the 
Alabama and Tombigbee rivers and handling business 
between Mobile and Montgomery. These boats carried 
freight from New Orleans to Montgomery; and water 
carriage still persists—or did in the recent past. Thns 
we find that during the period from Feb. 23, 1909, to 
June 5, 1911, the Alabama River boats handled to Mont- 
gomery some 3,524 barrels, 250 sacks and 18 carloads of 
sugar, and that most of ..is sugar came from New Orleans 
and moved by all-water route. 

Because of this alleged water competition the Louis- 
ville & Nash~iuwe Railroad is asking that it may continue 
to cu.arge lower rates to Montgomery than to intermediate 
points. At the same time this carrier is proposing to 
increase its rate to Montgomery from 17 cents to 20 cents 
per 100 pounds, which rate will yield a revenue of 12 
mills per ton-mile; and there would therefore appear to 
be no justification for the maintenance of higher rates 
to intermediate points by the direct line. This portion 
of the application of the Louisville & Nashville Railroad 
wlil therefore be denied. 


Mobile, Ala. 


Mobile, Aia., is located on the Gulf of Mexico, 139 
miles via the direct route of the Louisville & Nashville 
Railroad from New Orleans. The present rail rate on 
sugar from New Orleans to Mobile is 12 cents per 100 
pounds. The evidence shows that at various times in 
the past 20 years there have been large movements of 
sugar from New Orleans via the Gulf to Mobile, that as 
late as Dec. 2, 1913, there was a movement of 100 barrels 
and on the 7th another movement of 110 barrels via the 
Gulf, and that this commodity is going into Mobile via 
water route at an average of about 50 barrels a week. 
While there can be no doubt from the evidence that the 
water competition between New Orleans and Mobile has 
brought about the present rate of 12 cents, and that for 
this reason the Louisville & Nashville Railroad should 
be allowed some relief under the rule of the fourth sec- 
tion, still there can be no justification under the amended 
law for the present discrimination against the intermediate 
points. 

The highest rated intermediate point is Grand Bay, 
Ala., 115 miles from New Orleans, which takes a rate of 
28 cents per i00 pounds. The excess in this case we 
consider unreasonable. The Louisville & Nashville Rail- 
road wiil be allowed to continue to charge lower rates 
on sugar from New Orelans to Mobile than to intermediate 
points and to maintain higher rates to said intermediate 
points, provided the rates to said intermediate points 
do not exceed 15 cents per 100 pounds in carloads and 
20 cents per 100 pounds in less than carloads. 


Chattanooga, Tenn. 


Chattanooga, Tenn., is located on the Tennessee River 
498 miles from New Orleans via the direct line of the 
Queen & Crescent Route. The rates on sugar are 20 cents 
per 100 pounds in carloads and 23 cents per 100 pounds 
in less than carloads. It is proposed, however, to ad- 
vance these rates to 23 cents per 100 pounds in carloads 
and 28 cents per 100 pounds in less than carloads in order 
to remove a discrimination against Cincinnati, in line 
with the decision of this Commission in Edgar vs. L. & N. 
R. R. Co., 26 I. C. C., 181 [The Traffic World, March 8, 
1913, p. 573]. 

It will be observed that the proposed rates to Chat- 
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tanooga of 23 cents per 100 pounds in carloads and 28 
eents in less than carloads are the rates which we have 
hereinbefore stated should not be exceeded at interme- 
diate points on the direct lines to the Ohio River cross- 
ings. It must, therefore, follow that no higher rates 
should be charged to points intermediate to Chattanooga. 
That portion of the application of the Queen & Crescent 
system will be denied. 

On the Queen & Crescent route-are Attalla, Birming- 
ham, Tuscaloosa, Holt and Akron, in Alabama, all of 
which points enjoy lower rates than points intermediate 
thereto. It is the desire of the Queen & Crescent to con- 
tinue to charge lower rates to these points than to inter- 
mediate points. Tuscaloosa is located on the Warrior 
River, and the evidence shows that there is, at the present 
time, a boat line operating from New Orleans to Tusca- 
loosa. Because of this alleged water competition the car- 
rier asked permission to charge lower rates to Tuscaloosa 
than to intermediate points. The present rate to Tusca- 
loosa is 17 cents per 100 pounds in carloads and 20 cents 
in less than carloads for a distance of 299 miles from 
New Orleans. However, notwithstanding the alleged 
water competition as a justification for the relief prayed 
as to Tuscaloosa, it is the purpose of the carriers to 
advance the Tuscaloosa rate from 17 cents to 20 cents 
per 100 pounds. 

The rate which the carrier desires to establish to 
this point is one which cannot be considered below normal 
for the haul involved, and there would appear to be no 
justification for the maintenance of higher rates to inter- 
mediate points via the direct route. This portion of the 
application of the Queen & Crescent system will be de- 
nied. Holt, Ala., takes the same rate as Tuscaloosa be- 
cause it is a suburb of that place, and is subject to the 
same influences. The rate of 17 cents to York and Akron, 
Ala., was established because of the alleged market com- 
petition between them and Tuscaloosa. It is alleged that 
the low rate in effect to Birmingham and group points 
was brought about largely by reason of the pressure of 
the Birmingham jobbing interests, but the carriers are 
now contemplating some advance in the Birmingham rat.e 
Rates to Attalla, Ala., have been made lower than to 
toe intermediate points in order to make the rates to 
Attalla the same as to Annison and to put Attalla dealers 
on a parity with Chattanooga’ jobbers. It is said that 
these jobbing points are not concerned as to the measure 
of the rate itself, but are interested solely as to the 
relative adjustment between these and other jobbing 
points. The justification fassigned in support of the 
prayers as to all of these points is not, in our opinion, 
sufficient to warrant the charging of higher rates to in- 
termediate pdints. This portion of the application of the 
Queen & Crescent route will be denied. 

There are many other points on the different routes 
from New Orleans to the river crossings, such as Atlanta, 
Ga., Jackson, Miss., etc., which are, and for a long time 
have been, enjoying lower rates than the intermediate 
towns for no other reason than that they are considered 
jobbing or distributing points. However, under the law 
as amended June 18, 1910, there is no warrant for allow- 
ing a continuance of unduly discriminatory rates to these 
points served by the direct routes. Without attempting 
to enumerate all the low-rate points in this territory, we 
are of the opinion and find, following our ruling In the 
Matter of Lumber Rates from the South to Ohio River 
Crossings, 25 I. C. C., 50 [The Traffic World, Nov. 16, 
1912, p. 7321], and in Fourth Section Violations in the 
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Southeast, 30 I. C. C., 153 [The Traffic World, May 16, 
1914, p. 944], that whatever local rate on sugar is made 
py the direct line from New Orleans to any interior point 
south of the rivers, must not be exceeded by any rate 
to any point intermediate thereto upon the direct line. 
Carriers having indirect routes to all such points will 
be authorized to meet the rates on sugar established over 
the direct route from New Orleans in those instances 
where the indirect route is not less than 15 per cent 
longer than the direct line between the same points, and 
to maintain higher rates on like traffic to points inter- 
mediate thereto, provided the rates to said intermediate 
points on the indirect routes do not exceed the following 
scale, in cents per 100 pounds: 


Distances, 
Not exceeding 200 miles 
No exceeding 300 miles 
Not exceeding 400 miles 
Not exceeding 700 miles 
Exceeding 700 miles 


FOURTH SECTION ORDER NO. 4086. 


Applica- 

“ n Nos. Railways. 

Alabama Great Southern R. R. Co. 

Atlanta & West Point R. R. Co. 

Central of Georgia Ry. Co. 

The Cincinnati, New Orleans & Texas Pacific Ry. Co. 
Gulf & Ship Island R. R. Co. 

Illinois Central R. R. Co. 

Louisville & Nashville R. R. Co. 

Mobile & Ohio R. R. Co. 

Nashville, Chattanooga & St. Louis Ry. 

New Orleans & Northeastern R. R. Co. 

New Orleans Great Northern R. R. Co. 

New Orleans, Mobile & Chicago R. R. Co. 

St. Laue & San aes R. R. Co. and James W. Lusk, 
W. C. Nixon and W. 
Southern Ry. Co. 
Southern Ry. Co. in Mississippi. 

Western Ry. of Alabama, 

The Yazoo & Mississippi Valley R. R. Co. 


It is ordered, That the petitioners herein be, and 


1024 
1530 


. Biddle, receivers thereof. 


they are hereby, authorized to continue to charge lower . 


rates on sugar from New Orleans, La., and points taking 
same rates to the Ohio River crossings, St. Louis, Mo., 
Lexington, Ky., Bowling Green, Ky., Nashville, Tenn., 
Memphis, Tenn., Helena, Ark., and lower Mississippi River 
points, Yazoo River points, and Mobile, Ala., than are 
concurrently in effect on like traffic to intermediate 
points, provided the rates charged to said intermediate 
points do not exceed the following scale, to wit: 


RATES IN CENTS, PER 100 rr 
Distances. 
Not exceeding 200 
No exceeding 300 
Not exceeding 400 
Not exceeding 700 
ExCOGMIE WIN Man's 6.0 diane 'o 50-0009 sibnicw concn ebocaee 23 


It is further ordered, That the petitioners herein hav- 
ing the indirect routes from New Orleans to points not 
hereinbefore referred to located in the territory south 
of the Ohio and east of the Mississippi rivers on routes 
to the Ohio and Mississippi River crossings be, and they 
are hereby, authorized to continue to meet the rates on 
sugar established by the direct route from New Orleans 
to all such points in those instances where the indirect 
route is not less than 15 per cent nor more than 100 per 
cent longer than the direct line between the same points, 
and to maintain higher rates on like traffic to interme- 
diate points, provided the rates to said intermediate points 
on the indirect routes do not exceed the following scale, 
to wit: 


RATES 
Distances. 
Not exceeding 200 
No exceeding 300 
Not exceeding 400 
Not exceeding 700 
Exceeding 700 miles 


And it is further ordered, That all other and further 


IN CENTS, PER 100 ne . 
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relief prayed under said applications respecting rates on 
sugar from New Orleans to points in the territory 
hereinbefore described be, and is hereby, denied, effective 
Jan. 1, 1915. 

The Commission does not hereby approve any rates 
that may be continued or established under this authority, 
all such rates being subject to complaint, investigation 
and correction if in conflict with any provision of the 
act. 

By the Commission. 


VIOLATIONS IN RATES ON SUGAR 


FOURTH SECTION APPLICATIONS NOS. 349, 675, 677, 
1766 AND 8835. (31 I. C. C., 511-531) 

IN THE MATTER OF APPLICATIONS FOR RELIEF 
FROM THE PROVISIONS OF THE FOURTH SEC- 
1ION OF THE ACT TO REGULATE COMMERCE, 
AS AMENDED JUNE 18, 1910, WITH RESPECT TO 
RATES ON SUGAR FROM SAN FRANCISCO, CAL., 
AND BEET-SUGAR PRODUCING POINTS IN THE 
STATES OF CALIFORNIA, UTAH AND NEVADA, 
AND OTHER WESTERN STATES TO CHICAGO, 
ILL., AND POINTS INTERMEDIATE THERETO; 
WITH RESPECT ALSO TO RATES ON SUGAR 
FROM COLORADO PRODUCING POINTS AND 
NEW ORLEANS, LA., TO EL PASO, TEX., AND 
FROM NEW ORLEANS TO STATIONS IN ILLINOIS, 
ARKANSAS, IOWA, KANSAS AND VARIOUS OTHER 
STATES. 

Submitted May 8, 1914. Decided July 21, 1914. 


. Authority to continue rates on sugar from San Francisco and 
California beet-sugar-producing points to Missouri River 
points lower than to intermediate stations via reasonably 
direct lines denied, 

. Authority to continue rates on sugar from Colorado producing: 
points and New Orleans, La., to El Paso, Tex., lower than 
to intermediate points denied. 

. Authority to continue rates from San Franisco and from 
California producing points to Missouri River points lower 
than to intermediate stations via certain indirect routes 
granted. 

. Authority to continue rates from New Orleans, La., to Okla- 
homa points lower than to intermediate Texas r-mts via 
direct lines denied, 

5. Authority to establish rates from California producing poi.:‘g 
to Chicago, Illl., lower than to intermediate points granted. 


E. W. Camp and George D. Squires for Atchison, To- 
peka & Santa Fe Railway Co.; Southern Pacific Co., and 
other carriers. 


C. W. Owen for Morgan’s Louisiana & Texas Railroad 
& Steamship Co. 


Fred H. Wood for Southern Pacific Co. 


Frank Koch for Texas & Pacific Railway Co. 

J. C. La Coste for Chicago, Rock Island & Pacific 
Railway Co. 

D. R. Lincoln for Missouri Pacific Railway Co. 


C. H. Hamilton for Kansas City Southern’ Railway 
Co. and Texarkana & Fort Smith Railroad Co. 

C. F. Foley for Public Utilities Commission of Kansas. 

J. J. Morrison for Chicago Great Western Railroad Co. 

H. L. Traber for Midland Valley Railroad Co.; Mis- 
souri, Oklahoma & Gulf Railway Co. and its receivers, 
and Missouri, Oklahoma & Gulf Railway Co. of Texas. 

J. H. Hershey for Gulf, Colorado & Santa Fe Rail- 
way Co. 

A. P. Matthew for Western Pacific Railway Co. and 
Denver & Rio Grande Railroad Co. 

J. R. Koontz and T. J. Norton for Atchison, Topeka 
& Santa Fe Railway Co. 

R. W. Barrett for trunk lines and Atlantic coast re- 
finers, 
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Report of the Commission. 


BY THE COMMISSION: 

This is an investigation undertaken by the Commis- 
sion with reference to the applications of carriers for 
relief from the provisions of the fourth section of the Act 
to regulate commerce, as amended June 18, 1910, with 
respect to rates on sugar. 

One portion of application No. 349 filed by R. H. 
Countiss, agent, on behalf of carriers participating in the 
rates published in his tariff I. C. C. No. 926 and in other 
tariffs asks authority to continue lower rates on sugar 
via certain routes from San Francisco, Cal., and from 
beet-sugar-producing points in California, Utah and Ari- 
zona to destinations on and east of the Missouri River 
than the rates concurrently applicable on like traffic to 
intermediate stations. 

One portion of application No. 675, filed by F. A. 
Leland, agent, on behalf of the carriers participating in 
the rates published in his tariff I. C. C. No. 739, asks 
authority to continue lower rates on sugar from Colorado 
beet-sugar-producing points to El Paso, Tex., than to 
intermediate points. 

One portion of application No. 677, filed by F. A. 
Leland, agent, on behalf of carriers participating in the 
rates published in his tariff I. C. C. No. 778, asks authority 
to continue lower rates on sugar from New Orleans, La., 
and points taking the same rates to El Paso, Tex., than 
the rates concurrently applicable on like traffic to inter- 
mediate points. 

Certain portions of application No. 1766, filed by W. P. 
Emerson, agent, on behalf of carriers participating in 
the rates published in his molasses and sirup tariff No. 1, 
I. C. C. No. 1, asks authority to continue lower rates on 
sugar from New Orleans to various points in the states 
of Arkansas, Illinois, Iowa, Kansas and other states than 
the rates concurrently applicable on like traffic to inter- 
mediate points. 

Application No. 8835, filed by R. H. Countiss on behalf 
of carriers participating in the rates published in his tariff 
I. C. C. No. 978, asks authority to establish a rate of 
46 cents per 100 pounds on sugar in carloads, minimum 
weight 60,000 pounds, from San Francisco, Cal., and other 
sugar-producing points in California, Nevada, Arizona and 
Utah to Chicago, Ill., and to establish rates from the same 
points of origin to all points between the Missouri River 
and Chicago 23 cents per 100 pounds higher than the 
present rates to the same points from New Orleans, La., 
while continuing higher rates to intermediate stations. 
The applications above described will be discussed in the 
order stated. 

Application No. 349 covers the rates from California 
points to Chicago and territory between Chicago and the 
Missouri River via several routes— 

First—The route afforded from San Francisco via the 
Western Pacific, Denver & Rio Grande, and the Missouri 
Pacific railroads. 

Second—The route from San Francisco and other 
California points of the Atchison, Topeka & Santa Fe 
Railway via Bakersfield, Cal., Albuquerque, N. M., and 
Trinidad, Colo. 

Third—The route afforded by the Southern Pacific 
from San Francisco and other California points to El 
Paso; El Paso & Southwestern to Tucumcari, N. M., and 
thence via the Chicago, Rock Island & Pacific. 

Traffic is carried via all of these three routes, and 
relief from the requirements of the fourth section of the 
Act to regulate commerce is sought via each route. 
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Another route is afforded by the lines of the Southern 
Pacific and Union Pacific through Ogden, Utah; Cheyenne, 
Wyo., and Omaha, Neb. The rates via that route from 
San Francisco increase with the distance until in the 
easterly portion of Nevada they become 55 and 60 cents 
per 100 pounds for carload minima of 60,000 and 36,000 
pounds, respectively. These rates are blanketed to ail 
stations beginning in the vicinity of Elko, Nev., and ex- 
tending to and including Omaha, Neb. East of Omaha 
the rates increase until they reach 60 and 65 cents on 
the carload minima above stated, which are the rates to 
Chicago and other stations intermediate thereto in Illi- 
nois and to nearly all stations in the state of Iowa. These 
are the highest rates that are applied to any points on 
this route. This route therefore has its rates aligned 
with the requirements of the fourth section. 7 

The rates from San Francisco on the Western Pacific 
increase with distance until the station Gerlach, Nev., is 
reached. The rates to that point are 55 and 60 cents 
per 100 pounds on the carload minima named above. 
These rates are blanketed to all stations east of tha‘ 
point up to and including what are known as Utah com- 
mon points. To territory in Colorado from Grand Junc- 
tion to Canon City on the Denver & Rio Grande a rate 
of 75 cents is applied with a carload minimuum of 36,000 
pounds. At Pueblo and other Colorado common points 
the rates are 55 and 60 cents, and these rates are blank- 
eted to all territory from Colorado common points to and 
including Missouri River points. East of the Missouri 
River the rates increase to 60°and 65 cents, which latter- 
named rates are not exceeded at points between the 
Missouri River and Chicago. 

Tae rates from San Francisco to points on the Atchi- 
son, Topeka & Santa Fe Railawy, hereinafter called the 
Santa Fe, are as follows, in cents per 100 pounds, using 
a carload minimum of 36,000 pounds: 


From San Francisco to— Miles. Rate. 
BS, SE Diag > «ap Fe ce Rien abe dwg aebanee 621 79 
I RS a gts aol king Sa irate teeial nae pb Sake age hel 855 100 
Se CK I i. ons 65 4 00.0dns co sdpaSewede 1,199 100 
I EE? i kG indnedea ce nbaehedaab-ok 1,467 * 60 
I, I 8 i oe Fae a rc dns aaa. eales oe Cad 1,467 7 55 


* Carload minimum, 36,000 pounds. 
7 Carload minimum, 60,000 pounds. 


The rates to Trinidad are blanketed to all stations 
between that point and the Missouri River. To points 
between the Missouri River and Chicago the rates are 
60 and 65 cents for the respective carload minima stated. 

Below are shown the rates, in cents per 100 pounds, 
from San Francisco to representative points on the route 
from San Francisco via the Southern Pacific, E] Paso & 
Southwestern, and Rock Island railroads, carload mini- 
mum 36,000 pounds: 


From From 
San Francisco to— Rate. San Francisco to— Rate. 
Ss, CS os on ot es0ie 85 WN, FE Bs asic 4b0 sy oe 100 
., S  nieit nba eee 93 Tucumeari, N. Mi... .scces 100 
Lordsburg, N. M.......... eee ES ee ee 80 
Se Pr LS 6 cscavitcawas 60 Missouri River points...... 60 


East of the Missouri River the same rates are ap- 
plied as have been hereinbefore named in connection with 
other routes. 

The relief sought by the Western Pacific, Denver & 
Rio Grande, and Missouri Pacific has reference to the 
rates to a group of stations in Colorado beginning at or 
near Grand Junction and extending to but not including 
the Colorado common points on the east. To these sta- 
tions a carload rate of 75 cents per 100 pounds, minimum 
weight 36,000 pounds, is applied as compared with a rate 
of 60 cents per 100 pounds applied to territory east of 
and including Colorado common points. 

The justification urged by the Denver & Rio Grande 
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for this departure from the fourth séction is the com- 
petition that is met at Denver, Pueblo and other Colorado 
common points of the routes afforded by the Southern 
Pacific-Union Pacific lines. The distance to Pueblo via 
the Southern Pacific, Union Pacific and Denver and Rio 
Grande is 1,492 miles; via the Western Pacific and Denver 
& Rio Grande, 1,545 miles. The distance to Denver via the 
Southern Pacific route is 1,374 miles and via the Western 
Pacific and Denver & Rio Grande is 1,663 miles. The route 
of the Western: Pacific and Denver & Rio Grande is longer 
than that of its competitor to Denver. Its line is also 
less advantageously located, running through an extremely 
mountainous section of country with severe grade, curva- 
ture, and climatic conditions. The rates made to the 
Colorado common points, however, are blanketed to a 
territory 600 miles in width extending from these points 
to the Missouri River, and the rates to all the territory 
east of the Missouri River up to Chicago are but 65 cents 
for the 36,000-pound minimum. Uner these circumstances 
a rate of 75 cents to these local Colorado points between 
Grand Junction and Canon City, more than 1,000 miles 
west of Chicago, cannot be justified, and the application 
of the carriers with respect to these rates will be denied. 

The Santa Fe is in the position of asking relief from 
tie requirements of the fourth section as to the rates 
from San Francisco to all stations lying between the 
California-Arizona state line on the west and Trinidad, 
Colo., on the east. The justification urged for this de: 
parture from the requirements of the fourth section is 
the competition met at Trinidad of the rates made to 
that point over the Southern Pacific, Union Pacific and 
Colorado Southern. The distance via the Santa Fe from 
San Francisco to Trinidad is 1,465 miles. The distance 
to the same point via the Southern Pacific, Union Pacific 
and Colorado Southern is 1,572 miles, and via the latter 
lines the rate made to Trinidad is not exceeded at the 
intermediate points. The Santa Fe is at no material dis- 
advantage, or at any disadvantage whatever, so far as this 
record shows, with regard to the competition at Trinidad. 
The rates made to that point are blanketed to all stations 
between Trinidad and the Missouri River, a_ territory 
several hundred miles in width. In view of the fact 
that this carrier participates in a rate of 60 cents per 
100 pounds from San Francisco to the Missouri River 
and in a rate of 65 cents per 100 pounds to territory lying 
between the Missouri River and Chicago, we are of the 
opinion that the maintenance of lower rates to Trinidad 
and other points east thereof while continuing the present 
higher rates to intermediate stations in Arizona, New 
Mexico and Colorado has the effect of unduly discrimi- 
nating against the latter-mentioned points, and the appli- 
cation for relief from the provisions of the fourth section 
with respect to these rates should be denied. 

The route afforded by the Southern Pacific, El Paso 
& Southwestern, and Chicago, Rock Island & Pacific 
from San Francisco to Chicago passes through El Paso. 
To this point a rate of 60 cents per 100 pounds is car- 
ried, with a carload minimum of 36,000 pounds, while 
the rates to intermediate points in Arizona are materially 
nigher. The justification urged for this relation of rates 
is that the rate to El Paso has been necessitated by 
the competition of carriers bringing sugar from New 
Orleans, La., and from Sugarland, Tex, and of other car- 
riers serving the beet-sugar-producing points in Colorado. 
The rate on sugar from New Orleans to El Paso is 55 
cents per 100 pounds, with a carload minimum of 33,000 
pounds. The rate from Sugarland, Tex., is 47 cents. 
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The rate from the Colorado beet-sugar-producing points 
is 49 cents. The testimony shows that no great amount 
of this Colorado sugar has been shipped to El Paso, and 
the rate made from these points does not appear to have had 
any material influence in fixing the rates from California. 
It is clear that the rate from San Francisco to El Paso 
has been adjusted at its present level in order to permit 
sugar from San Francisco and beet-sugar-producing points 
in California to move to El Paso in competition with the 
sugar coming from New Orleans and Sugarland, Tex. It 
does not appear, however, that the carriers serving El 
Paso from the west are at an material disadvantage as 
against carriers serving the same point from the east. 
Neither does it appear that these rates to El Paso from 
San Francisco are abnormally low. They are the same 
rates that are carried to all territory on the Union Pacific 
and Southern Pacific betewen Elko, Nev., and the Missouri 
River and but 5 cents lower than the rates made from 
San Francisco to Chicago. We are of the opinion that 
the rates from San Francisco to El Paso via the route 
named should not be exceeded at intermediate points. 

The route afforded via the Southern Pacific, El Paso 
& Southwestern and the Rock Island is at some disad- 
vantage as against more direct routes on business to 
the Missouri River. This route is materially longer and 
much of it passes over a rather sparsely settled territory. 
The distance from San Francisco via this route to Kan- 
sas City is 2,234 miles, as against the short route of the 
Southern Pacific and Union Pacific of 1,786 miles from 
San Francisco to Omaha. Tucumcari, N. M., is 331 
miles northeast of El Paso and 1,617 miles from San 
Francisco. The rate to this point both from Los Angeles 
and San Francisco is $1 per 100 pounds, with a carload 
minimum of 36,000 pounds. We are of the opinion that 
the rates made to the Missouri River should not be ex- 
ceeded at intermediate points via this line west of and 
including Tucumcari and that east of Tucumcari they 
should not exceed the rates to the Missouri River by 
more than 10 cents per 100 pounds. 


Application No. 675 asks authority to continue lower 
rates from Colorado beet-sugar-producing points to El Paso, 
Tex., than to intermediate points. This sugar originates 
at various points in Colorado, of which Rocky Ford is 
representative, and is transported to El Paso over dis- 
tances varying from 600 to 850 miles. The rate from 
all of these points to E] Paso is 49 cents. The rate from 
Rocky Ford to Albuquerque, 357 miles, is 50 cents; to 
Berino, N. M., 586 miles, 65 cents. This is the highest 
rate applicable to any intermediate point on the Santa Fe. 
The justification urged for the maintenance of lower rates 
from these Colorado points to El Paso than to interme- 
diate points is the competition met at that point of car- 
riers serving El Paso from New Orleans, La., and Sugar- 
land, Tex. This, however, is competition concerning which 
these petitioners are at no disadvantage so far as this 
record shows either in distance or in relative strength 
and traffic density of the lines involved. The application 
for relief with respect to these rates will be denied. 


Application No. 677 asks authority to continue lower 
rates on sugar. from New Orleans to El] Paso than to 
intermediate points. The direct route of the Texas & 
Pacific from New Orleans to El Paso is 1,180 miles in 
length, and the rate of 55 cents made by that line to El 
Paso is not exceeded at points east of Eagle Flat, Tex. 
This station is 106 miles east of El Paso and 1,074 miles 
from New Orleans. The maximum rates are reached at 
stations Iser to Alfalfa, to which a rate of 58 cents is 





: 
i 
i 
; 






applied. Alfalfa is the first station east of El Paso. 
The Galveston, Harrisburg & San Antonio Railway also 
serves El Paso from New Orleans over a line 1,192 miles 
in length. The highest rate applied to any intermediate 
point on this line is 58 cents. 

The Atchison, Topeka & Santa Fe, which has recently 
completed a line from Lubbock, Tex., to Clovis, N. M., 
desires to participate in this traffic from New Orleans to 
El Paso, using the Galveston, Harrisburg & San Antonio 
Railway from New Orleans to Beaumont, and thence via 
the Santa Fe through Somerville and Lubbock, Tex., 
Ciovis and Belen, N. M. This route is 1,450 miles in 
sength. East of Sweetwater the rates do not exceed the 
rates to El Paso. West of that point higher rates are 
carried to Texas and New Mexico points. The justifica- 
tion urged by the direct lines of the Texas & Pacific and 
the Galveston, Harrisburg & San Antonio for the mainte- 
nance at El Paso of lower rates on sugar than are ac- 
corded intermediate points is that the rates to the three 
gateways from Texas to Mexico, namely, Laredo, Eagle 
Pass and El Paso, should be kept as nearly equal as 
possible in order to permit traffic passing through these 
points to points in Mexico to reach its ultimate destina- 
tion at rates which are on a substantial parity. It is 
urged also that the disparity between the rates to El 
Paso and to intermediate points is one of long standing, 
and that any decision adverse to this relation in the 
sugar rates will be to a certain extent applicable to 
rates on classes and other commodities. Laredo is very 
much nearer to New Orleans than is El Paso, and as a 
gateway into certain parts of Mexico possesses some ad- 
vantages over El Paso. Laredo is, however, 774 miles 
by rail from El Paso, and there can be little, if any, 
necessity for the maintenance of any exact relation be- 
tween the rates to these two points from New Orleans. 
The disparity between the rates to El Paso and to inter- 
mediate points is small, but we are of the opinion that 
justification has not been shown for any departure from 
the requirements of the fourth section as to these rates, 
and the applications of the Texas & Pacific and the Gal- 
veston, Harrisburg & San Antonio railways for relief will 
be denied. 

The line of the Santa Fe from New Orleans to El 
Paso is 23 per cent longer than the short line, and on 
this account some relief from the requirements of the 
fourth section ,should be afforded. The rates to inter- 
mediate points, however, via this line should bear a 
reasonable relation to the rates made to El Paso by the 
direct line. Vaughan, N. M., is 1,118 miles from New 
Orleans via the route of the Santa Fe. We are of the 
opinion that the rates made to El Paso via this line should 
not be exceeded at Vaughan and points east thereof. To 
stations west of Vaughan these carriers should be per- 
mitted to carry rates on sugar from New Orleans that 
are higher than the rates to El Paso, but should not 
exceed the rates to that point by more than 10 cents per 
100 pounds. 

Application No. 1766 asks relief from the provisions 
of the fourth section respecting rates on sugar from New 
Orleans and other points in Louisiana to.a very wide ter: 
ritory of destination in the states of Arkansas, Illinois, 
Iowa, Kansas, Minnesota, Missouri, Nebraska, Oklahoma 
and various other states. The territory is so large and 
the number of carriers involved is so great that it is 
impracticable to discuss the rates and routes to every 
point of destination. The general relation of these rates, 
one to another, will be discussed and the rates via cer- 
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tain specific routes to some of the principal points will 
be shown. 


Points of Origin. 


There are certain sugar-producing points in Louisiana 
lying along the lines of Morgan’s Louisiana & Texas 
Railroad & Steamship Co., the New Orleans, Texas & 
.fexieo Railroad Co., the New Iberia & Northern Railroad 
Co., ani the Texas & Pacific Railway Co. From all of 
these producing points which are intermediate to New 
Orleans on routes from New Orleans to stations west 
of the west bank of the Mississippi River rates are, or will 
be, published which are the same as the rates from New 
Orleans. There will therefore be no violation of the 
fourth section as to points of origin on this traffic to the 
territory west of the Mississippi River. To St. Louis, 
Cairo, Chicago and certain points east of the Mississippi 
River the rates from points on the above-named railroads 
are from 2 to 5 cents per 100 pounds higher than from 
New Irleans. The short line and the normal method of 
routing from this territory to Chicago and Illinois territory 
is via New Orleans. These railroads asks authority to con- 
tinue to route this traffic through their western Louisiana 
junctions, Alexandria, Eunice, Baton Rouge, Lake Charles 
and Cheneyville, delivering it to their connections at these 
points and maintaining higher rates from intermediate 
points than from the more distant point, New Orleans. 
The rate-making lines from New Orleans to Cairo, St. 
Louis and Chicago are east of the Mississippi River and 
the routes used by the originating lines named above via 
Alexandria, Eunice, Baton Rouge, Lake Charles and 
Cheneyville are in all instances markedly circuitous, This 
part of their applications for relief from the requirements 
of the fourth section as to this traffic will be granted. 


Points of Destination. 


The short lines from New Orleans to Cairo, St. Louis 
and Chicago are east of the Mississippi River. The rate 
to Cairo is 17 cents; to St. Louis, 17 cents, and to Chi- 
cago, 23 cents. In the report of the Commission respect- 
ing rates on sugar from New Orleans to Ohio and Mis- 
sissippi River crossings, 31 I. C. C., 495, the rates to 
Cairo and St. Louis were discussed, and the carriers east 
of the river were authorized to continue their present 
rates to Cairo and St. Louis and higher rates to inter- 
mediate points. The rate made to Chicago through Cairo 
or through St. Louis is not exceeded at intermediate 
points north of Cairo or St. Louis via any of the reason- 
ably direct lines. 

The rates on sugar from New Orleans to the prin- 
cipal points lying along the Mississippi River north of 
St. Louis are as follows, in cents per 100 pounds: 


From From 


New Orleans to— Rate. New Orleans to— Rate. 
eR 0 hatcevcccccc: On CG EE a cee o0en endows 28 
ae 23 eT Ss ;) eee 30 
DE, 2ttaveneeeds pains 23 WEE, NT Soc c coccsee 3 
RS Oe ee ee 26 Minneapolis, Minn. ...:.... 30 
Purimeom, TR, ki shics. +++ 28 SEP FG, MEM. occ ctcccee 30 
Dewemmect, Uh. cncdscccccs. 28 ’ 


The stations in Illinois lying along all fairly direct 
lines between Cairo and East St. Louis take a group 
rate of 20 cents. The stations lying along the direct 
lines between St. Louis and Chicago take a group rate 
of 23 cents. The rates named above to the Mississippi 
River points are not exceeded at points between Chicago 
and the Mississippi River. Traffic moving westerly 


through Illinois moves under rates which accord with 
the fourth section, but traffic moving through Keokuk, 
Ia., and points north thereof eastwardly toward Chicago 
passes from higher to lower rated territory. 
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The rates to many points in Illinois and Wisconsin 
have been influenced by the rates on sugar from New 
York. Below are shown the rates from New Orleans and 
the rail-lake and-rail rates from New York to Chicago and 

some of the Mississippi River points north of St. Louis: 






To— Orleans York 
Chichi See Si ot cacstc pak se tove weaves ses beemesemewes 2 23 
Faris Riki hi Gaia acid chain canbe ee avepewnia ee 23 27 
Keoki, S0Wias. cccccsevnceeces’s 26 27 
ie le eee 28 29 
el re ner ere Cee 28 29 
CMSA nbeae 2h s sik lOO 2 ethic cat nkbo sé sebee ene 28 29 
L, CI eS es oicdn SRC dh hae tis cab denis sete etwas 30 30 
Minneapolis and St. Paul, Minn. ..........ceseeee- 30 30 


The rates on sugar from New York to the territory 
herein involved grade with distance and are in accord 
with the long-and-short-haul rule, and, since this traffic 
and the gradation of the rates is from east to west, the 
carriers serving New Orleans have to a_ considerable 
extent adapted their rates to the rates from New York. 

Traffic from New Orleans routing through Chicago 
and passing in a northwesterly direction across Wiscon- 
sin reaches its destination at any of these Mississippi 
River points without passing through higher to lower 
rated territory. Traffic, however, that is routed through 
any Mississippi River crossing north of and including 
Keokuk, Ia., and passing northeasterly across Illinois or 
Wisconsin to destinations on the southwest shore of Lake 
Michigan traverses higher-rated territory. 

The rates on sugar from New Orleans to points on 
the Missouri River begin with 17 cents to St. Louis 
and increase as Jefferson City, Mo., is approached. The 
rate to Jefferson City is 32 cents, and this rate is blank- 
eted to all stations along the Missouri River to Sioux 
City, Ia., inclusive. This includes Boonville, Mo.; Kansas 
City, Mo.; Leavenworth, Kan.; St. Joseph, Mo.; Omaha, 
Neb., and Council Bluffs, Ia. The rates to points on the 
idississippi River forming the east boundary of the state 
of Iowa increase from 26 cents at Keokuk to 30 cents 
at De Soto, Wis., near the extreme northeast corner of 
Iowa. The rates to points on the west boundary of Iowa 
are 32 cents to all stations south of Sioux City and 33% 
cents to stations north thereof. The rates to all points 
in Iowa vary between the two limits named. . Traffic 
moving in a westerly or northwesterly direction across 
the state moves on rates which accord with the long- 
and-short-naul rule. Traific, however, which moves through 
Omaha, Kansas City, or any of the Missouri River gate- 
ways to points on and near the east boundary of the 
state of Iowa moves through higher to lower rated ter- 
ritory. <A fairly direct line from New Orleans to Kansas 
City is the Texas & Pacific from New Orleans to Tex- 
arkana, thence the Kansas City Southern to Kansas City. 
The rate to Texarkana is 25 cents. To Ashdown, a point 
approximately 20 miles north of Texarkana, the rate is 
32 cents, and this rate is blanketed to all stations north 
cf Ashdown to Kansas City, inclusive. ‘The Kansas City 
Southern nearly coincides with the west boundary of 
the states of Arkansas and Missouri, and the rate made 
to stations on the Kansas City Southern should be the 
maximum rate applied to any station in these states. 
The rate to Helena, Ark., and Memphis, Tenn., is 12 
cents, and to Cairo, as before stated, is 17 cents. The 
rates to these Mississippi River points have been strongly 
influenced by competition on the Mississippi River. Rates 
grade westerly from the Mississippi River toward the 
west boundary of these states, and traffic moving in a 
northwesterly direction may, and generally does, move 
under rates that accord with the rule of the fourth sec- 
tion. Lines, however, that traverse these states in a 
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northeasterly direction carry the traffic through higher 

to lower rated territory and ask relief from the provi- 

sions of the fourth section in order to continue such rates. 

Below are shown the rates in force from New Orleans 

to a number of representative points, together with the 
rates to the highest rated point intermediate thereo: 

Rate. Highest rated inter- Rate, 








More distant point. cents, mediate point. cents. 
St. Paul; Mimns ..-...0..5. 30 PERG, BEINN, ok ccccecvee 34 
SG; LA, BOG ccc ccctves 17 AVOCOGM, BB. Seni cccekssts 32 
HBansas City, Mo. . «66.6. 32 Herington, Han, ........00- 40 
CN oes ind hd line 23 Dubuque, Iowa ............ 28 
Fe Se | See 30 POUNtGme, - BU... k. ..s0ce ee 32 
Minnesota City, Minn. ... 30 Eagle Lake, Minn. ........ 34 
Red Wing, Minn. ........ 30 Mies, BAI, onc cin siccaes 34 
Bloomfield, Iowa ......... 31 pe Ae 32 
Cedar Rapids, Iowa....... 31 SOCGE.. SOME .ie'o'c,c.0c ieee é 
Mason City, Iowa......... 31% Cambridge, Iowa 
A are 17 RO TR, Baia ded ba ctianccss 
BSCHIBOM, TEAM. co icesiacce 32 Valley Falls, Kan 
Port Bentt, BOR, ois. c cece 32 po a eee 
Leavenworth, Kan....... 32 Oskaloosa, Kan. ........... 38 
CN TUE, 0.5.0 ovaccscece 32 Beatrice, Ned, ......cciccoe 38 
St. ‘Joseph, Mo. ........... 32 pS a ror 38 
Sioux Ciay, Iowa......... 32 Preemie, TOD, -.ccccccccces 35 
SE WEG a v0 cdccicee 24 Watertown, Wis. .......... 30 
Milwaukee, Wis. ......... 24 PS TT ro viva kinsacccses 30 
Sheboygan, Wis, ......... 30 Port Washington, Wis...... 32 
Burlington, Iowa.. Sine SRS ED. coco hcl pe ccemes 32 
Clinton, Iowa ..... SE SNS oS 9's 065s wa ceee 32 
Davenport, Iowa SE SNE) es alcblegic. woeee 32 
Fort Madison, Iowa...... 27 Cincinnmatl, TOWER. ....ccevcse 32 
FIGRRIRRL, BIOs. se cccnccecs 23 jy. a ee 32 
Keokuk, Iowa ....5......% 26 TON, TOE os v0 ns oc0e ee 32 
RO TUE 5S de ohesdkceaan 23 CRs. OIE wb ak cts 800 000 32 


The rates to Cairo, Ill., St. Louis and Hannibal, Mo., 
and Quincy, Ill., have been induced by competition on 
the Mississippi River, and the rates to Chicago, III, 
Milwaukee and Madison, Wis., have been influenced by 
the competition of carriers serving New York and Phila- 
delphia. In all other cases except those just mentioned 
the disparity between the rates to the more distant points 
and the intermediate points in the states of Arkansas, 
Missouri, Iowa and Minnesota is relatively small and is 
due altogether to the routing of traffic via other than 
the short and rate-making routes. To every point shown 
in the left-hand column above except Chicago, Cairo, St. 
Louis, Madison, Milwaukee and Quincy, there is a route 
via which the fourth section is observed. 

On the route of the Texas & Pacific and Kansas City 
Southern to Kansas City the 32-cent rate made to Kan- 
sas City is observed as a maximum at nearly all inter- 
mediate points, and the carriers have signified their 
Wwi...ngness to correct all departures from the fourth sec- 
tion on this route. 

The rate of 32 cents applies to Spiro, Okla. From 
this point a branch line of the. Kansas City Southern 
extends to Fort Smith, Ark., to which point a 28-cent 
rate is carried and discrimination exists against Spiro 
and other points south thereof. The 28-cent rate to Fort 
Smith is explained by the fact that the rate to Helena, 
Ark., induced by competition on the Mississippi River, 
is 12 cents, and the intrastate rate from Helena to Fort 
Smith is 13 cents. Sugar is brought to Helena, taken 
possession of by shippers, and reshipped from’ that point 
to Fort Smith under a total charge of 25 cents per 100 
pounds. The testimony indicates that a large percentage 
of the sugar moving from New Orleans to Fort Smith 
moves via Helena. 

We are of the opinion that the Kansas City Southern 
and its connections should be authorized to continue a 
lower rate on sugar from New Orleans to Fort Smith, 
Ark., and higher rates to intermediate points north of 
Texarkana, Ark. 

We are also of the opinion that the petitioners herein 
should be authorized to continue lower rates to the Mis- 
sissippi River points, Helena, Memphis, Cairo, St. Louis 
and points north thereof, and higher rates to interme- 
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diate points in the states of Louisiana, Arkansas, Mis- 
souri, Iowa and Minnesota on routes to the Mississippi 
River points. 

. We are also of the opinion that the carriers should 
be authorized to continue lower rates to Chicago, Mil- 
whukee and other points in eastern Illinois and Wis- 
consin and higher rates to intermediate points on routes 
to Chicago, Milwaukee and other ports on the west shore 
of Lake Michigan. 

The rate on sugar from New Orleans to Texas com- 
mon points is 44 cents per 100 pounds in carloads, mini- 
mum weight 24,000 pounds. This rate produces a carload 
charge of $105.60. The rate to points in eastern Okla- 
homa is 40 cents per 100 pounds, carload minimum 33,000 
pounds. This rate produces a carload charge of $132. 
The route to the Oklahoma points is through some of 
the Texas common points. The petitioners suggest that 
these rates are not in contravention of the fourth section 
on account of the fact that the carload charge to Texas 
common points is no higher than to the more distant 
Oklahoma points and that the unit is the carload. It 
is entirely conceivable, however, that some of these cars 
going to Texas points are loaded to a weight of more 
than 30,000 pounds, and in that case the charges assessed 
to intermediate points on such cars will be greater than 
on a car of like loading destined to more distant points. 
The propriety of a higher charge per 100 pounds for the 
smaller carload minimum is not in question. The 24,000- 
pound minimum has been made effective on shipments 
to Texas on account of the action of the Texas commis- 
sion in fixing this minimum for intrastate shipments of 
sugar. The Texas sugar comes into active competition 
with New Orleans sugar at these Texas common points. 
The lines to Oklahoma points are in many instances the 
short lines, and there is no sufficient justification for 
the maintenance of a rate to these points on the carload 
minimum named without making such rate and carload 
minimum the maximum to intermediate points in Texas. 


The Route to Omaha. 


The route afforded by the Louisiana Railway & Nav- 
igation Co., the Kansas City Southern and the Chicago, 
Burlington & Quincy via Kansas City to Omaha is 1,061 
miles in length, and via that route, as well as via the 
Missouri Pacific, there are no fourth-section violations. 
The rate to Omaha, as before stated, is 32 cents per 
1v0 pounds. Traffic from New Orleans destined to Omaha, 
if turned over to the Chicago, Burlington & Quincy or 
to the Missouri Pacific at Kansas City, reaches Omaha 
without passing through higher-rated territory. If, how- 
ever, this traffic is given to the Union Pacific or to the 
Rock Island at Kansas City, it is routed westerly through 
higher-rated Kansas points. The direct route of the Chi- 
cago, Burlington & Quincy, Kansas City to Omaha, is 
194 miles in length; that of the Union Pacific is 308 
miles, and that of the Rock Island via Belleville is 354 
miles, and via Horton 371 miles. The rates to inter- 
mediate points are 40 cents to Topeka and Manhattan, 
Kan.; 38 cents to all points on the Rock Island between 
Holton and Beatrice; 35 cents to Lincoln, and reach a 
maximum at Belleville, Kan., of 52 cents. 

We are of the opinion that the Union Pacific should 
be authorized to continue to engage in sugar traffic to 
Omaha and to continue higher rates to intermediate 
points, provided their present rates to the intermediate 
points are not exceeded. 

We are also of opinion that the Rock Island should 
be authorized to continue lower rates on traffic to Omaha 
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and higher rates to intermediate points on their route 
through Topeka, Horton and Jansen, provided the present 
rates to these intermediate points are not exceeded. 

We are also of the opinion that the Rock Island 
should be authorized to continue to handle traffic to 
Omaha via their route through Manhattan and Belleville, 
Kan., provided the rates to the intermediate points via 
that route are so corrected as not to exceed 40 cents per 
100 pounds. 

The Chicago, Rock Island & Pacific Railway Co. 
receives traffic from its connections at Dallas, Fort Worth 
and Houston, Tex., Howe, Okla., and various other points, 
and routes it through El Reno, Okla., Wichita and Mc- 
Farland, Kan., and thence through Topeka to Kansas 
City or through Belleville and Lincoln to Omaha. The 
maximum rate carried to any point in Oklahoma and 
Kansas on the route to Kansas City is 40 cents. The 
maximum rate carried to points west of McFarland occurs 
at Belleville, Kan. The rate to this point is 52 cents. 
The route of the Rock Island, both to Kansas City and 
to Omaha, is markedly circuitous, and this carrier should 
be relieved from the requirements of the fourth section 
in order to handle this traffic. The rates, however, to 
points between Broughton, Kan., and Fairbury, Neb., 
which vary from 43 cents at Fairbury to 52 cents at 
Belleville, appear to bear an unreasonable relation to the 
rates to the more distant point, Omaha. 

We are of the opinion that this carrier should be 
authorized to continue the lower rates to Omaha via 
this route and higher rates to intermediate points, pro- 
vided the rates to intermediate points between McFar- 
land and Omaha on the route through Belleville are so 
corrected as not to exceed 40 cents per 100 pounds, 

There are various points on the Rock Island to which 
actention has been directed in the testimony where the 
rates are in contravention of the provisions of the fourth 
section, one as against another. The carrier has signi- 
fied an intention to correct these rates, and they need 
not be discussed here. 

This carrier routes traffic through Keokuk and Bur- 
lington, Ia., to Davenport and Clinton, Ia., and in so 
doing ‘carries the traffic through higher-rated interme- 
diate points. The routes used by the Rock Island are 
in all cases indirect, and in our opinion this carrier 
should be authorized to continue lower rates via Keokuk 
and Burlington to Davenport and Clinton than to the 
intermediate points. 


The Missouri Pacific. 


This carrier, in connection with the Texas & Pacific 
or the Louisiana Railway & Navigation Co., operates 
routes to various points along the Mississippi River, 
notably Arkansas City, Ark., Helena, Ark., Memphis, Tenn., 
Cairo, Ill., and St. Louis, Mo. The rate to the first three 
points named is 12 cents, and to Cairo and St. Louis 17 
cents. These rates are materially less than to interme- 
diate points, the justification for this practice being water 
competition on.the Mississippi River. 

In our opinion these carriers should be authorized 
to continue lower rates to these Mississippi River points 
than to intermediate points, provided the rates to inter- 
mediate points south of Arkansas City do not exceed 22 
cents per 100 pounds, and south of Memphis do not ex- 
ceed 24 cents per 100 pounds, and south of St. Louis do 
not exceed 28 cents per 100 pounds. There are certain 
stations on the Missouri Pacific to which no commodity 
rates are published upon sugar. The carrier has signified 
its intention of publishing commodity rates to all stations. 
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The rates to points on the Missouri Pacific between 
Little Rock, Ark., and Fort Smith, Ark., are higher than 
to Fort Smith. The rate to Fort Smith is 28 cents, while 
to certain intermediate points the rate is 30 cents. The 
grade of these rates is from east to west. In our opinion 
this violation of the fourth section should be corrected, 
and the rates to intermediate stations on this line should 
not exceed the rates concurrently applicable on like traf- 
fic to Fort Smith. 


The Midland Valley Railroad. 

This line extends from Hoye, Ark., to Wichita, Kan. 
Sugar from New Orleans is delivered by the Louisiana 
Railway & Navigation Co. to the Kansas City Southern 
at Shreveport, La., and by that line to the Midland Valley 
Railroad Co. at Panama, Okla. The rate to Wichita, Kan., 
is 40 cents. Certain violations of the fourth section exist 
in the rates to intermediate points, one as against another. 
These this carrier has signified its intention of correcting, 
and the rate to Wichita will not be exceeded at inter- 
mediate points on this line. 


Missouri, Oklahoma & Gulf Railway Co., Alexander New 
and Louis Rosner, Receivers; Missouri, Oklahoma & 
Gulf Railway Co. of Texas. 

This line extends from Sherman, Tex., to Joplin, Mo. 
This is a comparatively new line, having been opened 
for traffic in 1912. It connects with the St. Louis South- 
western at Sherman and intersects the Texas & Pacific 
at Denison; the St. Louis & San Francisco at Durant, 
Okla.; the Missouri, Kansas & Texas at Tupelo, Okla.; 
the Rock Island at Calvin, Okla.; the Fort Smith & West- 
ern at Duston, Okla.; the Missouri, Kansas & Texas, 
the Midland Valley and St. Louis & San Francisco at 
Muskogee, Okla.; the Missouri Pacific at Wagoner, Okla., 
and the St. Louis & San Francisco at Fairland, Okla. 
This line has adotped the rates maintained by its com- 
petitors at these junction points and established rates 
to its intermediate local stations in harmony therewith. 
A 40-cent rate is carried to all stations from Red River, 
Okla., to Creekola, Okla. The rate to Muskogee, Verdark, 
Rex, Wagoner and Yonkers is 35 cents. The rate to 
stations Murphy to Traber is 38 cents; to Miami, 37% 
cents; to Lincolnville, 37 cents. To Baxter the rate is 
{1 cents, which the carrier has signified its intention 
of correcting to 36 cents, and the rate to Joplin, Mo., is 
32 cents. In all cases the route of this line with its 
connections from New Orleans is markedly circuitous, and 
this carrier should be authorized to continue the present 
rates to junction points, and its present higher rates 
to intermediate points, with the exception of the rate 
to Baxter, which the carrier has signified its intention of 
correcting, as noted. 

The Atchison, Topeka & Santa Fe. 

This carrier does not reach New Orleans, but can 
take traffic from New Orleans at various junction points 
in Texas and at Arkansas City, Kan., Tulsa, Okla., Jop- 
lin, Mo., or Coffeyville, Kan. Such traffic if destined to 
Kansas City or any of the points in Missouri reached by 
the Santa Fe must be carried through higher-rated to 
lower-rated territory. The routes of this petitioner to all 
points in Missouri and Illinois are markedly circuitous, 
and we are of the opinion that this petitioner should be 
authorized to continue lower rates on sugar to the ter- 
ritory in Missouri and Illinois and higher rates to inter- 
mediate points in Missouri, Kansas and Oklahoma. 

The Gulf, Colorado & Santa Fe. 

This carrier operates from the Red River to Purcell, 

Okla., and carries a 40-cent rate to Oklahoma points while 
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carrying a 44-cent rate with a lower carload minimum 
to intermediate points in Texas. We have hereinbefore 
expressed the opinion that the rate made to the Oklahoma 
points should not be exceeded at the intermediate Texas 
points. This carrier will be required to adjust its rates 
tn accordance with said finding. 

The Chicago Great Western. ' 

This line is a delivering carrier for sugar traffic from 
New Orleans. It can receive traffic from its connections 
at Chicago, Kansas City, Omaha and various junction 
points in Iowa, Illinois and Missouri. The line of the 
Great Western from Chicago crosses the Mississippi River 
at Dubuque, Ia.; thence runs westerly to Oelwein and 
northerly to Minneapolis and St. Paul. A branch line 
extends from Oelwein to Kansas City, and a third line 
extends from Oelwein to Omaha. On traffic received at 
Chicago the rates increase with distance to the first sta- 
tion south of St. Paul, Minn. The rate to St. Paul is 30 
cents, and to nearly all of the intermediate points in 
Iowa the rate is 32 cents. Traffic received at Omaha 
destined to Chicago crosses the state of Iowa, passing 
through territory which takes a rate of 32 cents, and on 
to Chicago, a 23-cent point. Such traffic moves against 
the grade of the rates, and this carrier asks authority 
to depart from the requirements of the fourth section in 
order to handle traffic to Minneapolis and St. Paul, and 
also in order to handle traffic from west to east by both 
its lines across Iowa and Illinois. 

The rate from New Orleans to St. Paul and Minne- 
apolis has been made to meet the rail-lake-and-rail rates 
to these points from New York. Lines operating east of 
the Mississippi River carry this traffic to the twin cities 
without violating the long-and-short-haul clause: The 
lines operating through Iowa, however, cannot observe 
the present Minneapolis rate as a maximum without re- 
ducing the rates to practically all points in Iowa and to 
all points in Missouri north of the Missouri River. 

We are of the opinion that this carrier should be 
authorized to continue lower rates to Minneapolis and 
St. Paul than to intermediate points and to continue lower 
rates to Chicago and Illinois points, than to intermediate 
Iowa and Missouri points. 

During the progress of the testimony taken in con- 
nection with this case the carriers signified their inten- 
tion of correcting certain discrepancies between the rates 
to intermediate and more distant points. Reference has 
not been made to all of these discrepancies in this report, 
but the carriers will be expected to make these correc- 
tions in accordance with their statements. 

The cpplication also asks relief as to certain rates 
to points in Indiana, Michigan and Ohio. No hearing was 
had respecting these rates and no opinion is herein ex- 
pressed in regard thereto. 


Fourth Section Application No. 8835. . 


Application No. 8835 of R. H. Countiss, agent, on 
behalf of carriers participating in the rates published in 
his tariff I. C. C. No. 978, and other tariffs, asks authority 
to establish rates on sugar in carloads, carload minimum 
60,000 pounds, from San Francisco and beet-sugar-produc- 
ing points in California, Utah, Nevada, Arizona and Idaho 
to points in Missouri east of the Missouri River, and to 
-points in Iowa and Illinois on a basis 23 cents per 100 
pounds higher than the- rates from New Orleans :to the 
same points of destination. 

Since the rates on sugar from New Orleans to points 
in the three states named grade from east to west, in- 
creasing from 23 cents at Chicago to 32 cents at the 
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Missouri River, the effect of the above is a request for 
authority to establish a rate of 46 cents to Chicago while 
continuing a rate of 55 cents at the Missouri River and 
points west thereof. The proposed rates to points be- 
tween Chicago and the Missouri River will vary between 
the two limits named. For example, the rate from New 
Orleans to Burlington, Davenport, and Clinton, Ia., is 
z8 cents, and the proposed rate from San Francisco to 
these points is 51 cents. 

The record shows that the yearly per capita consump- 
tion of sugar in the United States is approximately 82 
pounds. This includes sugar used for manufacturing pur- 
poses. The estimated personal per capita consumption 
is 54 pounds. The total consumption in the United States 
was not far from 3,600,000 tons during the year 1913. 
During that year the seven western states, California, 
Nevada, Utah, Idaho, Montana, Colorado and Arizona, 
produced 573,000 tons of beet sugar, and during the same 
year approximately 280,000 tons of cane sugar, mostly 
from the Hawaiian Islands, was brought to San Fran- 
cisco, refined at and distributed from that point. A total 
of 853,000 tons of sugar was produced or refined in these 
states. This is enough to supply a population of 20,000,000 
people, while the total population in the 11 western states 
—Washington, Oregon, California, Montana, Idaho, Ne- 
vada, Arizona, Wyoming, Utah, Colorado and New Mex- 
ico—was but 6,825,821 persons, according to the census 
reports of 1910. It is obvious that a large part of the 
sugar produced or refined in these 11 states must find 
a market in the territory east thereof. 

The rates made to the Missouri River have enabled 
the cane-sugar refiners at San Francisco and the beet- 
sugar producers in the western states to market some of 
this sugar in the territory bordering on the Missouri 
River. It is represented, however, that the rate of 23 
cents made to Chicago from New Orleans and by the 
lake-and-rail lines from the Atlantic seaboard is so low 
as practically to prohibit the movement of western sugar 
to Chicago on the rates now in effect. 

It is further represented that about 270,000 tons per 
year of sugar from the Hawaiian Islands now moves from 
the islands by steamer to the Isthmus of Tehuantepec, 
thence by rail across the isthmus, thence by steamer to 
New York, where it is refined, and from there distrib- 
uted. The refiners at San Francisco and the. carriers 
serving that point desire to secure a larger proportion 
of this Hawaiiah sugar than they are now doing, and in 
order to do so must have rates to consuming territory 
that will enable them to compete with the sugar refined 
at New York or New Orleans, or the Louisiana sugar, 
coming mainly from New Orleans. 


This application is resisted by the lines serving 
the Atlantic seaboard, who presented a protest to the 
Commission against granting the application and asked 
for a hearing in order to present their objections. The 
hearing was held and attended by representatives of 
the eastern carriers and the eastern refining interests. 

The eastern refiners fear, and the western refiners 
hope, that if the proposed reduction in the rates from 
California points is made the bulk of the 270,000 tons 
of Hawaaian sugar now coming to New York and re- 
fined at that point will be refined in San Francisco and 
distributed from that point. 

The testimony of Mr. Lowry, who appeared for the 
eastern refiners, summarizes the situation as follows: 


But Hawaii is now in a different position than it has been. 
The tariff reduction of 25 per cent took effect on the ist of 
March and free sugar will become effective on the Ist of May, 
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1916. As Hawaii up to the present has been able to sell her 
sugars based on the duty paid foreign sugars, and reduction 
in duty will mean a corresponding reduction of price to them. 
So free duty will mean a very low price, and the 25 per cent, 
so far, has made a reduction of about 35 cents a hundred in 
the price. . 

Hawaii is looking for ways to overcome the effect of that 
reduction in the tariff; and it evidently has occurred to them 
that one of the ways is to place a part or as much of the re- 
sponsibility as possible for finding a market for the sugar on the 
railroad companies, and that is the reason they are urging the 
railroads to make a reduction in the rate—so they can get into 
the Chicago territory: 


. The eastern refiners and New Orleans refiners have dis- 
tributed their sugar as far west as what is known as the Mis- 
souri River points, and as rates to those territories seem very 
properly to be less from New York and New Orleans than from 
any gther point, it would seem to me that was the proper lo- 
cation for the distribution of the cane sugars from the east and 
from New Orleans. 


The sugar supply ‘to Chicago territory is now supplied by 
the Atlantic refiners and the New Orleans refiners, with the 


exception of the beet sugar that is used in that terriory. The 


Hawaiian refinery in San Francisco has once or twice come into 
that territory, but not to any extent. They claim they can put 
in, I believe, 300,000 tons of sugar in that terriory if this con- 
cession in rates is granted. 

., , Now, that territory will not eat that much more sugar, and 
if they do get into that territory, it will, of course, mean that 
the sugar that now goes there either from east coast or New 
Orleans cane-sugar refineries will be displaced. 


The representative of the interests of the eastern 
railroads asserted that the establishment of the 46- 
cent rate from San Francisco to Chicago, while per- 
mitting a certain amount of sugar to come to Chicago 
from western sources of supply, would, of course, dis- 
place an approximately equal amount of sugar now 
moving either from New Orleans or New York. 


It was also asserted that the proposed reduction 
in the rate to Chicago is more than is necessary to 
equalize the traffic conditions; that the water rate from 
Hawaii to the Pacific coast is 131%, cents per 100 pounds 
and from Hawaii to the Atlantic coast 47% cents per 
100 pounds, making a difference of 34% cents per 100 
pounds advantage to the Pacific coast, while the differ- 
ence between the freight rate from the, Atlantic coast 
to Chicago and the proposed rate from. the Pacific 
coast to Chicago is but 23 cents. In other words, it 
is asserted that the proposed 46-cent rate to Chicago 
is lower than is neceSsary in order to meet the actual 
transportation competition. 


It is asserted, however, by the western railroads 
and the western sugar refiners that the price of raw 
sugar in San Francisco day by day is regulated by the 
price of raw sugar in New York, and is 25 cents per 
100 pounds less at San Francisco than at New York. 
The great bulk of the sugar that is used in the United 
States is Cuban sugar, which is brought into the United 
States through the port of New York and refined at 
that point. Out of the total consumption of sugar in 
the United States of 3,600,000 tons, more than 2,000,000 
tons is Cuban sugar, coming through the ports of New 
York or Philadelphia. The carriers assert that this 
relation between the price of raw sugar at New York 
and at San Francisco is the result not of traffic, but 
of trade conditions, but the record’ does not show what 
trade or other conditions produce this result. 


It is suggested that the cost of refining in San 
Francisco. may be somewhat higher than in New York, 
but no proof was submitted in support of such sug- 
gestion. It is urged, however, by both the western 
refiners and the western carriers that 23 cents per 100 
pounds is the highest differential against these western 
refineries that will permit them to compete with the 
eastern and southern refiners in the sale of sugar in 
Chicago territory. 

The relation between the rates from the three 


er 


en 
th 
su 


th 
su 


te: 


of 
th 
se 
co 
re 
th 


rie 
Wl 
po 
ab 


en 
Sa 
co 
ar 
pe 


ArT 
101 
su 


po 
tré 
of 

the 


Se 


ot} 





August 29, 1914 


great distributing points, San Francisco, New Orleans 
and New York, which exists at the Missouri River, has 
enabled these three distributing points to compete in 
this territory, one with another. The western sugars 
supply most of the territory lying west of the Missouri 
River. The eastern sugar supplies in a large measure 
the territory east of Chicago. The New Orleans sugar 
supplies in a large part the southern states. In the 
territory lying between Chicago and the Missouri River 
the western refiners desire to find a market for some 
of their product, and ask that the Commission authorize 
the carriers to waive the requirements of the fourth 
section, in order to permit the western carriers to 
compete for the haul of this sugar and the western 
refiners to market a portion of their sugar as against 
the refiners at New York and New Orleans. 

The record shows that the eastern lake-and-rail car- 
riers are absorbing certain storage charges of Chicago 
which have a market value of from 1 to 6 cents per 100 
pounds, and that the carriers serving New Orleans are 
absorbing at Chicago certain delivery charges amount- 
ing to as much as 2% cents per 100 pounds. It is 
entirely clear that substantially the rate proposed from 
San Francisco to Chicago is necessitated by the actual 
competition found at that point if the western carriers 
are to bring any sugar to Chicago. The actual com- 
petition found at all points between Chicago and the 
Missouri River is consistently met at each point. The 
various carriers showed that on the lines of the South- 
ern Pacific-Union Pacific and on the lines of the Atchi- 
son, Topeka & Santa Fe Railway there is a very large 
movement of empty cars eastbound more than sufficient 
to handle all of the additional sugar traffic that may 
possibly move by reason of the stimulus afforded by 
the establishment of these rates. 

The rates to intermediate points west of the Mis- 
sissippi River have been dealt with in the preceding 
portion of this report. 

We are of the opinion that the petitioning carriers 
should be authorized to establish rates on sugar from 
San Francisco to Chicago and points taking Chicago 
rates from New Orleans 25 cents higher than the rates 
to the corresponding points from New Orleans, and to 
establish rates to other stations between Chicago rate 
territory and Missouri River points 23 cents higher 
than the rates concurrently applicable to the same 
points from New Orleans, provided the rates to other 
intermediate points west of the Missouri River are cor- 
rected as outlined in the preceding portions of this 
report. Orders will be issued in conformity with the 
opinions herein expressed. 


FOURTH SECTION ORDER NO. 4136. 

It is ordered, That that portion of Fourth Section 
Application No. 349 which asks authority to continue 
lower rates on sugar from San Francisco and other 
sugar-producing points in California, or in other states, 
to Colorado common points and the Missouri River 
points than the rates concurrently applicable on like 
traffic to intermediate stations in Colorado on the line 
of the Denver & Rio Grande Railroad Co. be, and 
the same is hereby, denied, effective Nov. 15, 1914. 

It is further ordered, That that portion of Fourth 
Section Application No. 349 which asks authority to 
‘continue lower rates on sugar from San Francisco and 
other sugar-producing points in California, and in other 
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States, to Trinidad, Colo., and other points east thereof, 
than the rates concurrently applicable on like traffic to 
intermediate points on the line of the Atchison, Topeka 
& Santa Fe Railway Co. be, and the same is hereby, 
denied, effective Nov. 15, 1914. 

It is further ordered, That the Southern Pacific 
Co., El Paso & Southwestern Co. and the Chicago, Rock 
Island & Pacific Railway Co. be, and they are hereby, 
authorized to continue lower rates on sugar from San 
Francisco and other sugar-producing points in Califor- 
nia, and in other states, to the Missouri River than to 
Stations intermediate thereto, provided that on or be- 
fore Nov. 15, 1914, the rates to stations west of Tucum- 
cari, N. M., are so corrected as to not exceed the cur- 
rent rates to the Missouri River, and that the rafes 
to stations east of Tucumcari are so corrected as to 
not exceed the rates concurrently applicable to the 
Missouri River by more than 10 cents per 100 pounds. 

It is further ordered, That that portion of Fourth 
Section Application No. 675 which asks authority to 
continue lower rates on sugar from beet-sugar-producing 
points in the state of Colorado to El Paso, Tex., than 
the rates concurrently applicable on like traffic to 
intermediate points be, and the same is hereby, denied, 
effective Nov. 15, 1914. 

It is further ordered, That that portion of Fourth 
Section Application No. 677 which asks authority to 
continue lower rates on sugar from New Orleans, La., 
and points taking the same rates to El Paso, Tex., via 
the Galveston, Harrisburg & San Antonio Railway or 
via the Texas & Pacific Railway, than the rates con- 
currently applicable on like traffic to intermediate points 
be, and the same is hereby, denied, effective Nov. 15, 
1914, 

It is further ordered, That the Galveston, Harris- 
burg & San Antonio Railway Co. and the Atchison, 
Topeka & Santa Fe Railway Co., via their lines through 
Beaumont, Somerville and Lubbock, Tex., Clovis and 
Belen, N. M., be, and they are hereby, authorized to 
establish the same rates on sugar from New Orleans 


to El Paso, Tex., that are concurrently effective on 
like traffic via more direct lines and to establish higher 
rates at intermediate points, provided the rates made 
to El Paso shall not be exceeded at Vaughn, N. M., 
and points east thereof, and that the rates to stations 
west of Vaughn shall not exceed the rates to El Paso 
by more than 10 cents per 100 pounds. 

It is further ordered, That the petitioners in applica- 
tion No. 1766 be, and they are hereby, authorized to 
continue lower rates on sugar from New Orleans and 
points taking the same rates to points on and east of 
the Mississippi River than the rates concurrently ap- 
plicable on like traffic from intermediate stations on 
the lines of Morgan’s Louisiana & Texas Railroad & 
Steamship Co., New Orleans, Texas & Mexico Railroad 
Co., New Iberia & Northern Railroad Co. and the 
Texas Pacific Railway Co., provided the rates from such 
intermediate points do not exceed the current rates 
from New Orleans by more than 5 pents per 100 pounds. 

It is further ordered, That the. Missouri Pacific 
Railway Co. and its connections be, and they are here- 
by, authorized, to continue lower rates on sugar ‘from 
New Orleans, La., and other sugar-producing points in 
the state of Louisiana to Arkansas City and Helena, 
Ark., Memphis, Tenn., Cairo, Ill. and St. Louis, Mo., 
than the rates concurrently applicable on like traffic 
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to intermediate points, provided that on or before 
Nov. 15, 1914, the rates to intermediate stations south 
of Arkansas City are corrected to not exceed 22 cents 
per 100 pounds; the rates to intermediate stations south 
of Memphis, to not exceed 24 cents per 100 pounds, 
and the rates to intermediate stations south of St. 
Louis, to not exceed 28 cents per 100 pounds. 

It is further ordered, That the petitioning carriers 
in application No. 1766 be, and they are hereby, author- 
ized to continue lower rates on sugar from New Orleans 
and points taking same rates or differentiais higher to 
Chicago, Ill., and Mississippi River points north of St. 
Louis than to intermediate stations, provided the dis- 
Ppartiy between the rates to more distant and to inter- 
mediate points is not increased. 

It is further ordered, That the Kansas City South- 
ern Railway Co. and its connections be, and they are 
hereby, authorized to continue a lower rate on sugar 
from New Orleans, La., to Fort Smith, Ark., than to 
intermediate points, provided the present rates to inter- 
mediate points are not increased. 

It is further ordered, That the Union Pacific Rail- 
road Co. and its connections be, and they are hereby, 
authorized to continue lower rates on sugar from New 
Orleans, La., to Omaha, Neb., than to intermediate 


points, provided their present rates to intermediate 


points are not exceeded. ; 

It is further ordered, That the Chicago, Rock Island 
& Pacific Railway Co. be, and it is hereby, authorized 
to continue lower rates on sugar from Néw Orleans, 
La., to Omaha, Neb., than to intermediate points via 
its route through Topeka, Kan., Horton, Kan., and 
Jansen, Neb., than the rates concurrently applicable on 
like traffic to intermediate points, provided the rates 
to intermediate points are not increased. 

It is further ordered, That the Chicago, Rock Island 

& Pacific Railway Co. be, and it is hereby, authorized 
to continue lower rates on sugar from New Orleans, La., 
to Omaha, Neb., via its route through Manhattan and 
Belleville, Kan., than the rates concurrently applicable 
on like traffic to intermediate points, provided that on 
or before Nov. 15, 1914, the rates to intermediate points 
are so corrected as to not exceed 40 cents per 100 
pounds. ‘ 
It is further ordered, That that portion of Fourth 
Section Application No. 1766 which asks authority to 
continue lower rates on sugar from New Orleans to Fort 
Smith, Ark., than the rates concurrently applicable on 
like traffic to intermediate stations on the line of the 
Missouri Pacific Railway Co. be, and the same is hereby, 
denied, effective Nov. 15, 1914. 

It is further ordered, That the Missouri, Oklahoma 
& Gulf Railway Co. and Alexander New and Louis 
Posner, receivers thereof, be, and they. are hereby, 
authorized to continue the same rates on sugar from 
New Orleans, La., to Denison, Tex., Durant, Tupelo, 
Calvin, Duston, Muskogee, Wagoner and Fairland, Okla., 
that are concurrently maintained on like traffic be- 
tween the same points ‘via the short lines, and to con- 
tinue higher rates to intermediate stations, provided 
the present rates to intermediate points are not in- 
creased. 

It is further ordered, That such portions of applica- 
tion No. 1766 as seek authority to continue lower 
rates on sugar from New Orleans, La., and points tak- 
ing the same rates to stations in Oklahoma than to 
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intermediate points in Texas be, and they are hereby, 
denied, effective Nov. 15, 1914. 

And it is further ordered, That the petitioners in 
Fourth Section Application No. 8835 be, and they ar2 
hereby, authorized to establish rates on sugar from San 
Francisco, Cal., and other sugar-producing points in 
California and other states to Chicago, Ill., and points 
taking Chicago rates from New Orleans, which are 25 
cents per 100 pounds higher than the rates concu- 
rently applicable on like traffic from New Orleans to 
the same destinations, and to establish rates to points 
intermediate between the Missouri River and the points 
taking the Chicago rates, which are 23 cents per 10) 
pounds higher than the rates concurrently applicable 
on like traffic from New Orleans to the same destina- 
tions. 

The Commission does not hereby approve any rates 
that may be contained or established under this author- 
ity, all such rates being subject to complaint, investi- 
gation and correction if in conflict with any provision 
of the act. 

By the Commission. - 


NEW DECISIONS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


As soon as the carriers can file one-day tariffs, fifth 
class rates will apply on beer and other malt products 
from St. Paul and Minneapolis and La Crosse to Sioux 
Fau.s, S. D., and Sioux City, Ia. Those commodities have 
been moving under a commodity rate of 15 cents. Here- 
after the rate from Twin Cities and La Crosse to Sioux 
Falls will be 20.1 and 20 cents, to Sioux City, 20 cents, 
from La Crosse to Pipestone, Minn., 20 cents, Granite 
Falls, 26 cents, and Marshall, Minn., 18 cents. Brewers 
at St. Paul and La Crosse protested, their protest being 
I. and S. No. 412. 

This increase is due primarily to the Minnesota law 
which says that if a carrier makes an interstate rate 
within the state at less than the mileage scale prescribed 
by the state law, then that rate shall be the measure of 
rates for like distances in other parts of the state. 

Chairman Harlan is at some pains to point out that 
it is not necessary to consider why the carriers propose 
the readjustment or to consider the effect of the Shreve- 
port decision, in view of the fact that fifth class is the 
customary rating on beer, and that the rates in question 
are as.exceptional as the character of the service ren- 
dered. The report points out that the service rendered 
in the transportation of beer is generally more expensive 
than that rendered to other commodities rated fifth class, 
requiring ice in summer and straw in winter, to save 
it from the effect of the weather. ° 

The order is vacated and set aside as of July 30. 
Tae suspension runs to January 30, so that the effect 
of the decision is to give the carriers the privilege of 
imposing the higher rates as soon as they can prepare 
the.r tariffs. The decision was rendered on June 12, but 
the order came out on August 27. 


New England Lumber Rates. 





The Commission, August 27, extended further help 
to the Boston & Maine and the Maine Central by de- 
ciding that they had justified increases in rates on lum- 
ber from producing points in Maine, Machias, Wiscasset, 
Old Town, Vanceboro, Ellsworth and Brownsfield, to Bos- 
ton, Worcester, Fitchburg and Springfield, from one to 
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August 29, 1914 


two cents per 100 pounds. The higher rates go into 
effect on September 12, on which date I. and §S. No. 377 
will be vacated. 

Commissioner Clements, who wrote the opinion, 
quoted approvingly the fact that, while the operating 
of the Maine Central for the first eight months ending 
last February increased $192,554 over the revenues for 
the corresponding months of the preceding year, yet 
operating expenses increased $436,943, making a decrease 
in operating revenue of $227,017, with an increase in 
taxes of $38,702. The operating ratio increased from 70.43 
to 74.16 over the corresponding period for the prior year. 

Another fact that came to the rescue of the Boston 
& Maine and the Maine Central is that the rates proposed 
to be increased are lower than rates on lumber on con- 
necting lines, such as the Bangor & Aroostook and the 
Canadian Pacific, which are in no way connected with 
the New Haven situation, and may be deemed, therefore, 
a fair test of what is reasoable for that territory. 


TAP-LINE ORDER 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


It is difficult to make an estimate as to the effect 
the tap-line order issued by the Commission last Monday 
will have upon those interests that have been making 
the fight. It will require much figuring to determine just 
how much reparation will have to be made. It will take 
even more to determine how the tap lines are to obtain 
the maximum of revenue from the limitations placed 
upon the trunk lines as to divisions they may pay. 

It is obvious that unless the Commission finds some 
way to prevent it, the tap lines will force the lumber 
through the junctions involving the longest hauls over 
their rails. Inasmuch as the restoration of through routes 
and joint rates brings back the blanket rates, the shippers 
will have the right to route their traffic through the junc- 
tions that will give the tap lines the highest division 
possible. The law gives the shipper that right. It is 
therefore suggested that the trunk lines nearest the mills 
will get the smallest tonnage. The record shows that 
the lumbermen constructed the tap lines so as to establish 
competition for the tonnage they could control by means 
of the tap-line common carriers owned by them. 


The Louisiana & Pacific, one of the five tap lines 
that went into the courts, furnishes an illustration. It is 
18 miles from the Lake Charles, La., mill to the Frisco 
junction. Under the terms of the order issued Monday 
the division for a haul of that kind-will be 2% cents. 
From the Bon Ami, La., mill to the Southern Pacific, the 
haul is 40 miles, and the division 4 cents. The junctions 
with the Rock Island and Kansas City Southern are much 
nearer, some of them being less than a mile away. How 
are the Rock Island and the Kansas City Southern to get 
any of the tonnage going to competitive points, unless 
the trunk lines get together and make an ironclad agree- 
ment that none of them will pay the 4-cent division, or, if 
the Southern Pacific does pay it, that it will divide with 
its competitors the money received for such tonnage? 
And when such agreements are made, who is to give 
assurance that the attorney-general will not bring suit 
under the anti-trust law? 

Under the last supplemental decision in the tap-line 
case, the Louisiana & Pacific was cut off without anything 
more than switching allowances. 

It is not necessary to point out the provision of the 
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law forbidding a through route order requiring a carrier 
to short-haul itself to indicate that, unless the tap-line 
owners are so desirous of peace that they will take less 
than they have been insisting upon, there is plenty of 
ground for still another chapter or two in the tap-line case. 

The fact of the matter is that the Supreme Court hav- 
ing decided that the tap lines are common carriers, re- 
gardless of where they get business or how much or how 
little it is, every rate or division prescribed by the Com- 
mission becomes subject to the constitutional test as to 
whether it is confiscatory. The court, by its decision, 
in effect said that it is not unlawful for men who are in 
the lumber business to construct a common carrier rail- 
road to be used in transporting the lumber they produce 
and to receive reasonable compensation for the service 
of the tap line. If the compensation is less than the out- 
of-pocket cost and there is anything to show that at some 
other time a trunk line railroad has paid or was willing 
to pay a larger compensation for the service, it might 
be difficult for the Commission to prove that the higher 
allowance, if any trunk line should be willing to make it, 
amounted to a rebate. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


July 15, issued August 21, in I. & S. No. 451, the 
Commission further suspended from August 29 until 
February 28 schedules in Supplement No. 25 to Phila- 
delphia & Reading Order I. C. C. No. J-3608. The 
schedules increase rates on high explosives, C. L. and 
L. CG. L., from Baltimore, Philadelphia, New York and 
other eastern points taking same rates to points located 
on the Grand Trunk Railway, the operation of which 
was originally suspended from May 1 until August 29. 

August 17, by Twentieth Supplemental Order in I. 
& §S. No. 414, the Commission suspended until Decem- 
ber 20 schedules in the following tariffs which were 
to become effective as indicated: 

Alabama Great Southern—I. C. C. No. 1195, effective 
September 17. 

Boston & Maine—I. C. C. No. A-1129, effective Au- 
gust 24. 

New York, New Haven & Hartford—Sup. 1 to I. C. Cc. 
No. F-1314, September 12. 

F. S. Davis, agent—Sup. 1 to I. C. C. No.. 41, Au- 
gust 22. 

The schedules cancel joint rates to and from points 
located on the Chicago, West Pullman & Southern, the 
Susquehanna & New York and the Moshassuck Valley, 
which would result in an increase in rates on these so- 
called industrial railways. 

August 17, by fourth supplemental order in I. & S. 
No. 502, the Commission suspended until December 10 
schedules in the following tariffs: 

Philadelphia & Reading, Atlantic City Railread, the 
Gettysburg & Harrisburg, Williams Valley—Sup. 13 to 
P. & R. Ry. Order I. C. C. No. J-3219, effective Septem- 
ber 3; Sup. 8 to P. & R. Ry. Order I. C. C. No. J-4630, 
effective September 4 and September 23; Sup. 9 to P. & 
R. Ry. Order I. C. C. No. J-4630, effective September 4 
and September 23. 

The schedules increased class rates from Philadel- 
phia, Pa., and other points on the Philadelphia & Read- 
ing to Richmond and certain other points in Virginia 
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similar to those appearing in tariffs of other carriers, 
the operation of which was suspended to the same date. 

August 15, in I. & S. No. 511, the Commission sus- 
pended from August 28 until December 26 Sup. 6 to 
Colorado & Southern I. C. C. No. 1019. The supplement 
increased rates on wheat and flour, in carloads, from 
points on the Colorado & Southern to Galveston, New 
Orleans and other gulf ports for export. The present 
and proposed rates from Denver, Colo., Cheyenne, Wyo., 
and Clayton, N. M., to Galveston, Tex., are as follows: 


Rates in cents per 100 pounds. 


Wheat, C. L. 

From. Present. Proposed. Increase. 
Denver, Colo...........30 48 18 
Cheyenne, Wyo........ 35 53 18 
Clayton, N. M.........30 48 18 

Rates in cents per 100 pounds. 
Flour, C. L. 

From. Present. Proposed. Increase. 
VEE. COB oo ccncses 35 53 18 
Cheyenne, Wyo........ 40 58 18 
Clayton, N. M....2.+5. 35 53 18 


CAR SURPLUSES AND SHORTAGES 


Statistical Bulletin No. 173-A of the American Rail- 
way Association, giving a statement of car surpluses and 
shortages for Aug. 15, 1914, shows a further decrease of 
24,738 cars in surplus since August 1, bringing the total 
down to 174,260. The total surplus August 15 was 174,- 
260 cars; August 1, 198,998 cars; Aug. 15, 1913, 69,253 
cars. 

The principal reduction in surplus is in coal and 
gondola cars in Central Freight Association territory, 
where the surplus of August 1 is reduced almost one- 
half, although the decrease in this class of equipment 
is general throughout all states east of the Mississippi 
River. 

Box cars show a net increase of 2,881, the greater 
part of which is in the middle Atlantic and southern 
states, with lesser increases in the winter wheat states 
and on the Pacific Coast. There is a slight decrease in 
surplus box cars in the northwestern grain states and 
on the Canadian roads. 

The total, shortage Aug. 15, 1914, was 2,115 cars; 
August 1, 2,333 cars; Aug. 15, 1913, 14,828 cars. 

There is little change in the total shortage, which 
stands at 2,115—a decrease of 218 under the figures in 
the last bulletin. 





Surpluses., Shortages. 
8 5° . 5, 
oo mn oe n 
: ge & Sa 
° 
Date. om M om MM 
6 S&S Sa 8 8 Ss Ss 
Q & 0 Oo Q & do 
Aug. 15, 1914..75,272 7,189 56,560 35,259 1,080 154 496 385 
5 


Aug. 1, 1914..72,371 : 3 
July 15, 1914..85,993 6,929 93,509 41,953 867 411 292 273 
June 15, 1914..88,450 7,111 93,520 43,913 179 366 49 66 
May 15, 1914..82,890 8,611 99,664 48,241 176 131 313 144 
April 15, 1914..74,040 10,206 92,139 36,939 163 68 24 200 


Mar. 15, 1914..51,661 10,926 39,133 30,290 2,303 580 3,282 980 


Feb. 14, 1914..64,832 11,972 84,775 37,806 1,398 84 = 612 
Jan. 15, 1914..80,756 13,898 87,149 35,471 1,084 155 357 
Dec. 15, 1913..43,156 6,267 36,435 21,655 2,739 392 2, 398 542 
Nov. 15, 1913..17,589 3,214 10,520 14,736 9,640 1,676 8,477 3,614 
Oct. 15, 1913..14,636 2,956 6,014 13,592 25,021 2,110 12,502 3,613 
Sept. 15, 1913..32,398 2,735 8,714 17,906 11,072 1,423 7,731 1,368 
Aug. 15, 1913..35,756 2.951 8,293 22,253 5,716 1,746 7,038 328 
July 15, 1913..35,111 3,221 13,203 24,745 3,161 921 1,826 967 
June 14, 1913..33,180 3,272 11,098 23,576 3,205 1,633 2,033 or 
May 15, 1913..23,299 3,286 12,267 22,417 3,881 2,449 4,226 

April 15, 1913..22,744 3,967 21,845 22,159 7,181 1,965 2,196 1, 375 
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Car Location Bulletin. 

The statement of location of freight car sbiiteiiecal 
for Aug. 1, 1914, shows 313 roads reporting as against 
323 Aug. 1, 1913; total cars on line, 2,433,940 as against 
2,425,491; excess, 12,076 as against 54,162. Percent to 
total cars owned: Home cars on home roads, 66.32 as 
against 57.83; total cars on line, 100.50 as against 102.28: 
home cars in home shops, 8.38 as against 6.30; foreign 
cars in home shops, 1.07 as against 1.42; total cars in 
shops, 9.49 as against 7.72. 


SUGAR RATE ADJUSTMENT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. 0. 


Adjustment of sugar rates throughout the whole 
country, with regard to the fourth section, will be ac- 
complished November 15, at which time the decisions with 
1766 and 8835, handed down by the Commission Wednes- 
day, will go into effect. 

Sugar from San Francisco will enter the Chicago ter- 
ritory on a basis of 25 cents per 100 pounds higher than 
the rate from New Orleans and New York, which is 23 
cents per 100 pounds. Between the Missouri River and 
Chicago, rates will be graded 23 cents higher than from 
New Orleans. That is to say, the rate from California 
refineries will be 55 cents, the rate from New Orleans 
being 32 cents. 

This is a victory for the western refiners and car- 
riers over eastern refiners and carriers. The latter 
interests opposed such a concession, which the western 
men frankly told the Commission was desired to 
counteract the effect of changes in the customs tariff, 
the first of which, a 25 per cent reduction resulting in a 
reduction of 35 cents per 100 pounds on sugar in normal 
times, has already gone into effect. In April, 1916, sugar 
will go on the free list. 

The report freely discusses the desire of the Cali- 
fornia refiners to attract Hawaiian raw sugar, which now 
goes to Philadelphia and New York, via the Isthmus, to 
their melting pots. They told the Commission that 853,- 
000 tons of sugar are produced or refined in the western 
states which will be affected by the order. This is 
enough to supply 20,000,000 persons, while in the eleven 
western states immediately concerned there were in 
1910 only 6,825,000 persons. Therefore they must find a 
market east of Colorado, and the only way they could 
think of was to have the railroads meet the competition 
via the Isthmus. 

The eastern refiners said that the difference in trans- 
portation cost between San Francisco and New York and 
Philadelphia is 34% cents in favor of San Francisco, so 
that the proposed rate of 46 cents from San Francisco 
to Chicago, is really lower than is necessary to meet 
the competition. It was testified that the water rate 
from the Hawaiian Islands to San Francisco is 13% 
cents, while from the islands to New York it is 47% 
cents. 

On such factors the protesting eastern refiners and 
carriers constructed a rate fabric showing that the Caii- 
fornia refiners would be able to get into Chicago territory 
on a total transportation charge, assuming that there 
would be no greater loss in refining in San Francisco than 
in New York, of 59% cents, while the eastern refiners 
would have to pay 70% cents. 

Apparentiy that argument appealed to the Commis- 
sion as having some force, for the order authorizes the 
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August 29, 1914 


western carriers to make rates to Chicago and Chicago 
rate territory 25 cents higher than the rate from New 
Orleans, which, of course, is also the New York rate 
to Chicago. It is suspected that in making that decision 
the Commission had in mind the probable effect of a 
lowering of transportation through the canal, because, on 
rates constructed via the Tehuantepec route, the eastern 
refiner would still be at a disadvantage of 9%, cents per 
100 pounds. The desire of the transcontinental roads to 
make the rates to Missouri River 23 cents higher than 
from New Orleans was granted, as applied for, notwith- 
standing the two cents higher basis prescribed for Chicago. 

The western carriers, however, did not fare so well 
as to other intermediate rates. 

If there are any violations of the fourth section, 
as to sugar, not covered by the decisions recently made 
public, the fact has been overlooked. It is assumed 
that there may be some, but such as may continue are 
comparatively unimportant, and for that reason they 
have not obtruded themselves. There are no violations 
on lines from eastern seaboard refineries to Chicago, 
and the order with regard to sugar from New Orleans 
to Ohio and Mississippi River crossings is supposed to 
have covered the southeastern territory. 


PERSONAL NOTES 


Effective August 24, the general offices of the Lorain, 
Ashland & Southern Railroad Co. were removed from 
Ashland, O., to Lorain. 

B. D. Shropshire has been appointed commercial agent 
of the Rock Island Lines, at Fort Worth, Tex., to succeed 
I. G. Thompson, resigned. 

V. D. Fort, assistant freight traffic manager of the 


Illinois Central and Yazoo & Mississippi Valley railroads, 
will transfer his headquarters from Chicago to Memphis, 
Tenn., effective September 1. 

The entertainment committee of the Traffic Club of 
Cleveland announces that through the courtesy of a mem- 
ber, Harry R. Rodgers, traffic manager, Cleveland & 
Buffalo Transit Co., the club and its guests, members of 
the Traffic Club of Pittsburgh, are to enjoy a trip by 
water from Cleveland to Cedar Point and return, Wednes- 
day, September 2. On this occasion no other guest privi- 
leges will be granted. Dinner will be served at the 
Breakers Hotel. There will be a game of water baseball 
between the two clubs and other sports and attractions. 

Hale ‘Holden, vice-president of the Chicago, Burling- 
ton & Quincy, was Thursday elected to the presidency 
of the road, to succeed Darius Miller, who died last 
Sunday following an operation for appendicitis. He 
died at Glacier Park, where he had been spending a 
vacation and where he was stricken suddenly August 19. 
Mr. Holden’s election was unanimous. It was Mr. Mil- 
ler’'s request that Mr. Holden succeed him. Mr. Holden 
won the attention of James J. Hill, and the railroad 
world generally, by his presentation of the railroad 
side in the Minnesota rate case. Shortly after that he 
Was made general attorney for the Burlington at the 
suggestion of Mr. Hill. 


MODIFIED ORDER. 

The Interstate Commerce Commission has modified 
its order in Docket No. 5314, Allentown Portland Cement 
Co. vs. Philadelphia & Reading et al., effective October 
1, so as to exclude from it the Penn. R. R. Co. 
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WESTERN CLASSIFICATION 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 

in Classification No. 52 . 


The Western Classification Committee, 
R. C, Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 
The Western Classification Committee will, on the dates and 
at the hours named, consider the following applications for 
changes in ratings, rules, etc., in Classification No. 52. Inter- 
ested persons desiring to appear and present arguments will 
be heard in the committee conference room, 1875 Transporta- 
tion Building, Chicago. 
THURSDAY, SEPT. 3, 1914. 
Docket No. 179—10:00 A. M. 


The committee will consider the following proposed changes 
on Packers’ Tank Trucks, submitted by shippers: 
Trucks, Tank, Packers’: Nested, in bundles, L. C. L., second 
class; not nested, L. C. L., class D1; nested or not nested, 
Cc. L., minimum weight 24,000 pounds (subject to Rule 6B), 
fourth class, 
(Cancels Item 46, Page 262.) 


Docket No. 180—10:30 A. M. 

The following descriptions on Roof Trimmings and Gutter- 
ing, Metal, submitted by the Committee on Uniform Classifica- 
tion, with ratings proposed by the Western Classification Com- 
mittee, are docketed for consideration: 

Roof Trimmings and Guttering, Metal: 

Capping, Eave Troughs, Flashing, Gutters, Ridging or Ridge 
Roll or Valleys (see Note), Copper: Not nested, in boxes or 
crates, L. C. L., one and one-half times first class; nested, 
in boxes or crates, L. C. L., first class; in packages or loose, 
straight or mixed C. L., minimum weight 24,000 pounds 
(subject to Rule 6B), third class. Iron or Steel or Tin: Not 
nested, in boxes or crates, L. C. L., first class; nested, in 
boxes or crates, L. C. L., second class; in packages or loose, 
straight or mixed C. L., minimum weight 24,000 pounds 
(subject to Rule 6B), fourth class. 

Note.—Eave Troughs and Gutters include End Caps, 

Mitres and Outlets. 

Conductor Pipe, Down Spout, Elbows or Cutoffs, Copper: Not 
nested, in boxes or crates, L. C. L., one and one-half times 
first class; nested (see Note), in boxes or crates, L. C. L., 
first class; in packages or loose, straight or mixed C. L., 
minimum weight 24,000 pounds (subject to Rule 6B) third 
class. Iron or Steel or Tin: Not nested, in boxes or crates, 
L. C. L, first class; nested (see Note), in boxes or crates, 
L. C. .L., second class; in packages or loose, straight or 
mixed C. L., minimum weight 20,000 pounds (subject to 
Rule 6B), third class. 

Note.—General Rule 10 will govern except the words ‘‘two 
or more” may be substituted for ‘‘three or more.’”’ 

Mixed carloads of Capping, Eave Troughs, Flashing, Gutters, 
Ridging, Ridge Roll or Valleys, copper, and Conductor Pipe, 
Down Spout, Elbows or Cutoffs, copper, in packages or 
loose, C. L., minimum weight 24,000 pounds (subject to Rule 
6B), third class. 

Mixed carloads of Capping, Eave "Troughs, Flashing, Gutters. 
Ridging, Ridge Roll or Valleys, Iron or Steel or Tin, and 
Conductor Pipe, Down Spout. Elbows or Cutoffs, Iron or 
Siteel or Tin, in packages or loose, C. L., minimum weight 
24,000 pounds (subject to Rule 6B), third class. 

Mixed carloads of Capping, Eave Troughs, Flashing, Gutters, 
Ridging, Ridge Roll, Valleys, Conductor Pipe, Down Spout, 
Elbows or Cutoffs, Copper and Iron or Steel or Tin, in pack- 
ages or loose, C. L., minimum weight 24,000 pounds (subject 
to Rule 6B), third class. 

Cresting Metal, Flat: In boxes or crates, L. C. L., fourth 
class: in packages or loose, C. L.. minimum weight 36,000 
pounds, fifth class. Other than Flat: In boxes or crates, 
first class. 

Finials: Jn boxes or crates, class D1. 

Roof Flanges (Roof Fittings for Soil Pipe): Copper, in boxes 
ra crates, one and one-half times first class; iron or steel, 
in boxes or crates, first class; lead, in boxes, first class. 

(Cancels Item 2, Page 161; Items 10, 11, 12, 13 and 15, Page 216; 
Item 16, Page 217; Items 34, 35, 36, Page 218, except straight 
seam riveted and spiral seam sheet iron pipe and well 
casing; Item 1, Page 219). 

Docket No. 181—2:00 P. M. 

The committee will consider the following changes proposed 
on Cooking Oil, Liquid Compound, submitted by shippers: 

Oils, Cooking, Liquid Compound: In glass or earthenware, 
packed in barrels or boxes, L. C. L.. first class: in glass or 
earthenware, packed in barrels or boxes, C. L, minimum 
weight, 30,000 pounds, third class; in metal cans, in crates, 
L. C. L., second class; in metal cans in barrels or boxes, 
lL. Cc. L., third class; in bulk in barrels, L. C. L., third 
class; in bulk in barrels or in metal cans in barrels, boxes 
or crates, C. L., minimum weight 30,000 pounds, fifth class; 
in tank cars, weight per gallon 7% pounds (subject to Rule 
32), fifth class. . 

(To Cancel Item 26, Page 201.) 

Oils, Cooking, Liquid Compound: In metal cans in crates, L. C. 
L., fourth class. 

(To amend Item 26, Page 201.) 


Docket No. 182—3:00 P. M. 
The committee will consider the following changes proposed 
on Postoffic Partitions, submitted by shippers: 
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Postoffice Equipment: Partitions, K. D., in boxes or crates, 
first class. 
(To cancel Item 33, Page 225.) 


Docket No. 183—3:30 P. M. 


The following descriptions on Houses, Portable, submitted 
by the Committee on Uniform Classification, with ratings pro- 
posed by the Western Classification Committee, are docketed 
for consideration: 

Houses, Portable, Not Otherwise Indexed by Name: 

Iron or Steel: S. U., one and one-half times first class; K. D., 
or in flat sections, glazed surfaces completely protected, 
small parts in boxes, other parts in packages or loose, L, C. 
L., third class; K. D., or in flat sections, in packages or 
loose, C. L., minimum weight 30,000 pounds, fifth class. 

Wooden, or Wood and Iron or Steel Combined: S. U., one and 
one-half times first class; K. D., r in flat sections, glazed 
surfaces completely protected, small parts in boxes, other 
parts in packages or loose, L. C. L., third class; K. D., or 
in flat sections, in packages or loose, C. L., minimum weight 
24,000 pounds (subject to Rule 6B), class B. 

Wood and Canvas Combined: K. D., or in flat sections, glazed 
surfaces completely protected, small parts in boxes, canvas 
in bales, boxes, bundles or crates, other parts in packages 
or loose, L. C. L., second class; K. D., or in flat sections, in 
packages or loose, C. L., minimum weight 24,000 pounds 
(subject to Rule 6B), class A, 

(Cancels Item 14, Page 163; Item 1, Page 175, and Item 11, 
Page 244.) 


Docket No. 184—4:00 P. M. 


The Committee on Uniform Classification has recommended 
the cancellation of the following items: 
Harness, Iron or Steel. 
(Item 13, Page 153.) 
Saddlery Hardware. 
(Item 24, Page 153.) 


FRIDAY, SEPT. 4, 1914. 
Docet No. 185—10:00 A. M. 


The committee will consider the following changes proposed 
on Mower Knife Grinders, submitted by carriers. 
Eliminate specific reference to Mower Knife Grinders. Properly 
ratable as Machinery, not otherwise indexed by name. 
(To cancel Item 14, Page 68.) 


Docket No. 186—11:00 A. M. 


Furniture Polish: In glass or earthenware, packed in barrels or 
boxes, L. C. L., first class; in metal cans, completely jack- 
eted, L. C. L., first class; in metal cans, in barrels or 
boxes, L. C. L.,- first class; in bulk, in barrels, L. C. L., 
second class; in packages named, C. L., minimum weight, 
36,000 pounds, fifth class. 7 

(Cancels Item 18, Page 145.) 

Furniture Polish: In glass or earthenware, packed in barrels or 
boxes, L. C. L., first class; in metal cans, completely jack- 
eted, L. C. L., first class; in metal cans, in barrels or boxes, 
L. C. L., first class; in bulk in barrels, L. C. L., second 
class: in packages named, C. L., minimum weight 36,000 
pounds, fourth class. 

(Cancels Item 18, Page 145.) 

Furniture Polish: In glass or earthenware, packed in barrels or 
boxes, first class; in metal cans, screw caps, packed in 
boxes, second class; in bulk in barrels, third class. 

(Cancels Item 18, Page 145.) 

Furniture Polish: In glass or earthenware, packed in barrels or 
boxes, third class; in metal cans in barrels or boxes, third 
class; in bulk in barrels, third class. 

(Cancels Item 18, Page 145.) 


Docket No. 187—11:30 A. M. 


The committee will consider the following proposed changes 
on Steam Shovel Parts, submitted by shippers. 
Steam, Electric or Gasoline Shovels, Excavating, and Fixtures, 
Parts of: 

Dipper or Bucket Fronts, Lips, Latches, Latch Keepers, Teeth 
or Bushings; loose, L. C. L., fourth class, 

Truck Arch Bars, loose, L. C. L., fourth class. 

Eye Bars, loose, L. C. L., fourth class. 

Frame Legs, loose. L. C. L., fourth class. 

Pinions. loose, L. C. L., fourth class. 

Racks, loose, L. C. L.. fourth class. 

Parts Not Otherwise Indexed by Name, loose, L. C. L., first 
class; completely K. D.. in barrels or boxes, L. C. L., second 
class; loose or in packages as specified, C. L., minimum 
weight 30,000 pounds, class A. 

(To cancel Item 21, Page 235.) 


Docket No. 188—2:00 P. M. 


Paper, Blank Books with Flexible Paper Covers, Paper Pads, 
Tablets or School Blanks, Bound in Books or Tablets: In 
boxes, L. C. L., third class; in boxes, in carloads, minimum 
weight 30,000 pounds, fifth class. 

(Cancels Item 21, Page 213.) 


SATURDAY, SEPT. 5, 1914. 
Docket No. 189—10:00 A. M. 


The following descriptions on Fish, submitted by the Com- 
inittee on Uniform Classification, with ratings proposed by the 
— Classification Committee, are docketed for considera- 
ion: 

Fish: 
Fresh, Prepaid: 

Clams, Oysters or Scallops: Shucked (Clam, Oyster or 
Meats): In tin cans in packages, L. C. L.. first class: in 
iron or steel cans in packages or loose, L. C. L., first 
class; in oyster carriers or refrigerators, L. C. I1.., first 
class; in metal cans in packages or loose or in oyster car- 
riers or refrigerators, straight or mixed C. L., minimum 
weight 15,000 pounds, second class. 

In Shell: In barrels with cloth tops, L. C. L., second class; 
in bags or barrels, L. C. L., second class; in packages 
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named, straight or mixed C. te minmum weight 24,000 
pounds, third class; in bulk, C. L., minimum weight 30,000 
pounds, third class. 

Hard Shell Crabs or Lobsters, Live: In barrels, boxes or 
crates, L. C. L., first class; in packages named, straight 
- mixed C. L., minimum weight 24,000 pounds, third 
class. 

-— Shell Crabs, Live: In barrels, boxes or crates, first 
class. 

Clams, Oysters or Scallops, in packages specified, for L. ©. 
L. shipments, and Live Hard Shell Crabs or Lobsters, in 
packages specified for L. C. L. shipments, mixed C. L., 
minimum weight 24,000 pounds, third class, 

Fresh or Frozen Fish, Not Otherwise Indexed by Name: In 
barrels with cloth tops, L. C. L., first class; in barrels or 
boxes, L. C. L., first class; in’ packages named, ee Lag 
minimum weight 24,000 pounds, fourth class; in bulk, C; 
L., minimum weight 24,000 pounds, fourth class. 

Clams, Oysters, Scallops, Live Hard Shell Crabs or Lobsters, 
in packages specified for L. C. L. shipments, and Fresh or 
Frozen Fish, not otherwise indexed by name, in packages 
specified for L. C. L. shipments, mixed C. L., minimum 
weight 24,000 pounds, third class, 

Other Than Fresh: 

Shell Fish, Canned, Pickled or Preserved: In glass or 
earthenware, packed in barrels or boxes, L. C. L., second 
class; in glass or earthenware, packed in barrels or boxes, 
straight or mixed C. L., minimum weight 36,000 pounds, 
fifth class; in metal cans in crates, L. C. L., third class; 
in metal cans in barrels or boxes, L. C. L., fourth class; 
in metal cans in barrels, boxes or crates, straight or 
mixed C. L., minimum weight 36,000 pounds, fifth class. 

Fish Other Than Shell Fish: Canned, Pickled or Preserved, 
Dried, Dry Salted or Smoked: In glass or earthenware, 
packed in barrels or boxes, L. C. L., second class; in 
metal cans in’ crates, L. C. L., third class; in metal 
cans in barrels or boxes, L. C. L., fourth class; in pack- 
ages named, straight or mixed C. L., minimum weight 
36,000 pounds, fifth class. 

Fish Other Than Shell Fish: Dried, Dry Salted or Smoked: 
In bales or bundles, L. C. L., fourth class; in inner con- 
tainers other than glass, earthenware or metal cans, in 
barrels, boxes or crates, L. C. L., fourth class; in bulk 
in barrels, boxes or crates, L. C. L., fourth class; in pack- 
ages named, straight or mixed C. L., minimum weight 
30,000 pounds, fifth class. 

Fish Other Than Shell Fish: Pickled: In bulk in barrels, 
kits, pails or tubs, L. C. L., fourth class; in packages 
named, C. L., minimum weight 30,000 pounds, fifth class, 

Live, in metal tanks, class D'1. 

Fish Scrap or Acid Fish Scrap: In bags, L. C. L., third class; 
in packages or in bulk, straight or mixed C. L., minimum 
weight 30,000 pounds, class C. 

(Items 26, 27, 28, 29, 30, 31 and 33, Page 132, and Items 1, 2, 3, 

4 and 5, Page 133, to be canceled.) 


WEDNESDAY, SEPT. 16, 1914. 
Docket No. 190—10:00 A. M. 


The committee will take up and consider the following pro- 
posed changes on Rectifiers, submitted by shippers. 
Electrical Appliances, Machinery and Supplies: Rectifiers, ex- 
clusive of glass bulbs, in barrels, boxes or crates, first class. 
(To cancel Item 35, Page 124.) 


Docket No. 200—10:00 A. M. 


The committee will take up and consider the following pro- 
posed changes on Self-Propelling Vehicle Metal Parts, submitted 
by shippers: 

Vehicles, Parts of: Self-Propelling Vehicle Parts: Front Axles, 
Mufflers, Radius Rods, Running Board Brackets, Fender 
Irons, Engine Hood Supports, Exhaust Pipe Tubing, Engine 
Pans, Truss Rods, Hand Brake Levers, in packages or 
loose, straight or mixed C. L., minimum weight 30,000 
pounds, third class. 

(To cancel Item 46, Page — ) 


Docket No. 191—10:00 A. M. 


The committee will take up and consider the following por- 
posed changes on Radiators, Engine Cooling, submitted by 
shippers: 

Radiators, Engine Cooling, brass, bronze or copper, or brass, 
bronze or copper combined: In boxes or crates, L. C. L., 
first class; in boxes or crates or racked in car, straight or 
mixed C. L., minimum weight 30,000 pounds, fourth class. 

(To cancel Item 7, Page 231.) 


Docket No, 198—10:00 A. M. 


The committee will take up and consider the following 
proposed changes on Automobile Engine Hoods, submitted by 
shippers: 

Vehicles, Parts of: Self-Propelling Vehicle Parts: Engine 

Hoods, unfinished, K. D., folded, in barrels, boxes or crates, 

L. C. L., second class; in packages named, or racked in car, 

Cc. L., minimum weight 30,000 pounds, fifth class. 


Docket No. 212—10:00 A. M. 


The committee will take up and consider the following 
proposed changes on Automobile Shipping Covers, returned, sub- 
mitted by shippers. 

Automobile Shipping Covers, cotton canvas, returned: In bales, 
boxes, bundles or crates, fourth class. 


Docket No. 192—10:00 A. M. 


The committee will take up and consider the following 
proposed changes on Gas Engines, submitted by shippers. 
Machinery and Machines: Internal Combustion (Alcohol, Gas 

or Oil Burning), not otherwise indexed by name: 

Note.—Batteries forming a part of Internal Combustion 

Engines with which they are shipped may be included in 

mixed C. L., with such Internal Combustion Engines at 

Class A, minimum weight 24,000 pounds (subject to Rule 

6B). 
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In boxes or crates, or with light and easily breakable parts 
removed and in boxes, or if not removed, protected by crat- 
ing, L. C. L., first class. In packages named or racked in 
car, straight or mixed C. L., minimum weight 24,000 pounds 
(subject to Rule 6B and Note 3), class A. 

(To cancel Item 11, Page 182.) 
Docket No, 193—10:00 A. M. 

The committee will take up and consider the following 
proposed changes on Self-Propelling Vehicle Parts, metal, sub- 
mitted by shippers. 
Vehicles, Parts of: Self-Propelling Vehicle Parts: Engine and 

Gear Parts, Fly Wheels, Rods, Housings, Fenders, Mud 

Guards, Shields, Floor and Running Boards, Axles (with or 

without attachments), Body Irons, Shafts, Hoods, Tanks, 

Tool and Battery Boxes, Drip Pans, Fans, Cranks and 

Starters, Engine Pumps, Oilers, Grease Cups, Wheel Hubs, 

Rims and Caps, Sprockets and Chains, Levers, Tools and 

Kits, Angle Irons, Brake Drums and Bands, Cylinders, Crank 

Cases, Dashes, S'teering Gears, Mufflers, Carburetors, Metal 

Parts, N. O. I. B. N., minimum weight 24,000 pounds (sub- 

jtct to Rule 6B), C. L., fourth class. 

(To cancel Items 37, 38 and 46, Page 270 and Item 1, Page 271.) 
Docket No. 199—10:00 A. M. 


The committee will take up and consider the following 
proposed changes on Automobile Metal Parts, N. O. I. B. N., 
submitted by shippers. 

Vehicles, Parts of: Self-Propelling Vehicle Parts: Metal Parts 
not otherwise indexed by name: In barrels, boxes or crates, 

L. C. L., second class; in packages named or racked in 

cars, C. L., minimum weight 30,000 pounds, fifth class. 

(To cancel Item 47, Page 270.) 
Docket No. 195—10:00 A. M. 

The committee will take up and consider the following 

proposed changes on Self-Propelling Vehicle Wheels with rub- 


ber tires, submitted by shippers. 

Vehicles, Part of: Self-Propelling Vehicle Parts: Wheels, with 
rubber tires: With solid rubber or block tires, exceeding 
300 pounds each,’ finished or unfinished, loose, L. C. L., sec- 
ond class; in boxes or crates, L. C. L., third class; in pack- 
ages or loose, C. L., minimum weight 30,000 pounds, fifth 


class. 
Wheels not otherwise indexed by name, finished or unfinished: 


In boxes or crates, L. C. L., one and one-half times first 
class; in packages named, C. L., minimum weight 30,000 


pounds, fourth class. 
(To cancel Item 5, Page 271.) 


Docket No. 194—10:00 A. M. 


The committee will take up and .consider the following 
proposed changes on Self-Propelling Vehicle Wheels, without 


rubber tires, submitted by shippers. 
Vehicles, Parts of: Self-Propelling Vehicle Parts: Wheels with- 
out rubber times, finished, in boxes, crates or wrapped, 


L. C. L., first class. 
(To amend Item 6, Page 271.) 


Docket No. 197—10:00 A. M. 


The committee will take up and consider the following 
proposed changes on Automobile Rear Axles, submitted by 


shippers: 
Vehicle, Parts of: Self-Propelling Vehicle Parts: Rear Axles, 


with or without sprockets and Brake Drums, in bundles or 
loose, second class. 
Docket No. 196—10:00 A. M. 


The committee will take up and consider the following 
proposed changes in Self-Propelling Vehicle Bodies, submitted 


by shippers: 
Vehicles, Parts of: Self-Propelling Vehicle Parts: Bodies, fin- 


ised or unfinished In boxes or crates, one and one-half times 
first class; in the white, not boxed or crated, two and one- 


half times first class. 
(To cancel Item 36, Page 270.) 
Vehicles, Parts of: Self-Propelling Vehicle Parts: Bodies, fin- 
ished or in the white, in boxes or crates, class D1. 
(To cancel Item 36, Page 270.) 


APPEAL FOR HIGHER RATES 


J. S. Bache & Co., members of the New York Stock 
Exchange, have sent a letter to 32,000 bankers urging 
them to request Congress to call upon the Interstate Com- 
merce Commission to revise its recent décision in its 
advanced rate case so as to provide an immediate and 
substantial advance in railway rates as a means of 
strengthening the business position of the nation. _ Their 
letter is as follows: 

“Owing to the great European war, our financial sit- 
uation is under an emergency pressure, because threat- 
ened by the unloading of railroad securities held by 
Europe, 

“Our securities are in disfavor because of low railroad 
earnings. 

“They should at once be made attractive to capital 
all over the world. 

“Fhis cannot be done unless our railroad securities 
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are given a safe margin of earnings. The value of all 
other securities depends upon the success of the railroads. 

“The railroads have proved and the Interstate Com- 
merce Commission has admitted the necessity of enlarged 
revenues, but the rate decision grants only a meager and 
insufficient pittance—not more than enough to increase 
earnings one-eighth of 1 per cent on the total capital of 
the eastern railroads which made the application. 

“This small advance will have no effect in restoring 
and establishing the confidence of the large investors 
here and the holders of our securities abroad. 

“These securities will be sent over as soon as pos- 
sible to do so, to draw our gold or its equivalent, and 
they will not be taken up freely by Our own large in- 
vestors, because they have not sufficient confidence in 
the success of the railroads under the present scale of 
low freights. 

“Rates need to be advanced materially in order to 
give such a margin of earnings that railroad securities 
will be sought. 

“Further than that; toe credit system of the world 
has been upset. We have lost Europe as our bankers. We 
not only cannot hope to place new securities in Europe, 
we are compelled to take back vast quantities of existing 
securities which for many years Europe has been absorb- 
ing. Every year our railroad systems have to spend 
enormous sums to increase and extend their transporta- 
tion facilities to meet the growing demands of American 
commerce. Where are the railroads to obtain the money 
with which to make the needed additions and improve- 
ments? They cannot turn to Europe. American in- 
vestors are not attracted under present conditions; they 
will have to look to their earnings until the confidence 
of investors is restored. 

“Needed raises will start all the business of the coun- 
try toward a prosperous level, because of the confident 
buying of railroad securities which will then take place, 
and because of the heavy purchases which the railroads 
will then be able to make, but cannot make now because 
of lack of funds and credit. 

“This is now a national question, and relief should be 
given to the railroads immediately, in view of the emer- 
gency necessity. 

“We, therefore, earnestly suggest that you bring this 
matter at once to the attention of your representatives 
in Congress, and if you agree with us, urge them to favor 
the passing of a joint and concurrent resolution of the 
House and Senate directed to the Interstate Commerce 
Commission, requesting it, because of the emergency sit- 
uation with reference to railroad securities, to review 
and revise the decision in the recent application of the 
eastern railroads, and in their discretion and in view of 
the great and extraordinary necessity for this action, to 
promptly grant further and adequate advances to all the 
railroads. 

“No financial move could be more beneficial now than 
to make our securities so attractive that the funds of the 
investing world would be irresistibly drawn to this coun- 
try. ‘ 
“This would be accomplished if the railroads were 
given full and ample earning power. It would stimulate 
the whole industrial structure and enhance the values 
of all other securities. 

“Will you give this matter your earnest attention 
and will you kindly let us know if you agree and will act? 

“If you approve, please ask some of your larger ship- 
pers also to write or telegraph to Washington.” 
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A Department for the Use of Patrons and Friends of THE TRAFFIC WORLD in the Discussion of 
the Topics Which Every Progressive Traffic Man, Whether Manager or 
Clerk, Has to Consider—Contributions Are Welcomed 


“Henn viner fiir ein Blatt geachrieben hat, so wird er ein guter Freund des Blattes.” 


SOLICITING DEPARTMENTS 


Editor THe TRAFFIC WoRLD: 

The following paragraph appears in the speech of 
President J. G. Wilson of the National Industrial Traffic 
League, reported in Tuk TRAFFIC WorxLpD of August 15: 

“One suggestion which has not been made by the 
Commission in this case, and if carried out would save 
more thousands of dollars, is to gradually eliminate the 
elaborate, expensive and unprofitable Soliciting Depari- 
ments now maintained by lines in places remote from 
the line of roads. These departments are of no value 
to the public and very little to the carrier.” 

This being a free country, the small are permitted 
to have opinions as well as the great, and in spite of 
my far humbler position, I do not hesitate to say that 
I think Mr. Wilson, if he is correctly quoted, has over- 
looked a great many facts in favor of the Solicitation 
Department. 

The statement that these departments are of no 
value to the public is rather a sweeping denial of the 
value of earnest efforts on the part of an army of in- 
telligent, honest men, striving daily to serve the public 
generally, and the employing carrier in particular. 


In Cincinnati alone there are approximately 55 
separate offices housing railway soliciting departments, 
and as there are only twelve steam railroads entering 
the city, this leaves over forty offces “maintained by 
lines in places remote from the line of roads.” There 
are more than two hundred men employed by these 
forty-odd offices. 





Mr. Wilson’s statement that the system is elabo- 
rate and expensive is evidently quite true. But is it 
unprofitable, and is it of no value to the public and 
little to the carrier? 

The great mass of information that the solicitor 
gives daily for the shipper must be of some value to 
the public or it would not require it. 


The writer owes by far the greater part of the 
knowledge and experience that enables him to hold his 
position to daily contact with the freight’ solicitor. He 
is a perfect mine of valuable information, that can be 
drawn upon at will, and unless the experience of the 
writer be entirely different from that of the general 
shipping public, the freight solicitor can be, and usually 
is, of great value in handling the country’s commerce. 

As to his service for the carrier: If personal 
solicitation of freight were eliminated there is no doubt 
that the strong trunk lines would benefit, but how 
about the shorter, weaker and more indirect lines? 
Could they live upon the revenue from their local traffic? 
That is all they would get if it were not for their 
solicitation departments. 


The general shipping public is not thoroughly in- 
formed on traffic and transportation matters. Almost 
every firm engaged in shipping has in its employ some 


man, usually a minor clerk, with other duties, who 
handles the traffic for his employer. This man is usu- 
ally obliged to depend upon the help of the freight 
sOlicitor in handling the many problem that confront 
him, and which are entirely beyond his capabilities. 
The freight solicitor is the. friend of the shipping 
clerk or traffic man. By helping him, when he has need, 
the solicitor gains his gratitude, and this is not for- 
gotten when there is competitive traffic to be routed. 
As a rule, the freight solicitor who serves best the 
shipping public secures for his line the greatest amount 
of traffic, that would otherwise move against him, and 
thus performs a service of value to the carrier as well. 
Wm. §S. Groom, 
Traffic. Manager the Whitaker Paper Co. 
Cincinnati, O., Aug. 25, 1914. 


POOLING OF FREIGHT CARS 


Editor THe TRAFFIC WORLD: 

A large number of railroad officials have for years 
been striving for greater car efficiency, whereby a maxi- 
mum traffic might be handled with a minimum number 
of cars and a low empty mileage. This can only be 
accomplished by further elimination of empty car mile- 
age and switching and delays incidental to car move- 
ment under existing conditions. I have been advocating 
for twenty-five years or more the “pooling of freight 
cars” and equalization of car interchange. 

The Interstate Commerce Commission, in the case 
of the Missouri-Illinois Coal Co. vs. Illinois Central 
Railroad Co., enunciated the pooling of cars if it means 
anything, i. e., “the formation of all railroads into one 
national system.” 

The Wall Street Journal, in a recent article, favors 
a central car company to take over all the freight cars 
of the country and operate along similar lines as the 
Pullman Co. does sleeping cars. 





The National Traffic League, at its annual meeting - 


in Chicago in November, 1913, recommended a freight 
car pool for covered cars at least. 

J. S. Marvin, general traffic manager of the Na- 
tional Automobile Chamber of Commerce, favors some 
sort of a regulated pool or car interchange. 

The various railway associations have discussed the 
problem, but without any definite conclusion or action. 


In June, 1896, the writer delivered an address before © 


the Central Association of Railroad Officers, at their 
annual meeting in Toledo, O., giving several suggestions 
to work out an acceptable plan to meet requirements. 

Before the same association (American Association 
of Railroad Superintendents), at its annual meeting at 
St. Louis in 1906, and at Peoria, in October, 1908, the 
Central and Western Association of Car Service Officers 
went into the matter, and are now talking it up again. 

The subject was presented to the Association of 
Transportation and Car Accounting Officers at their 
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New Orleans meeting in December, 1912. The latter 
association also had it up, in the report of the Com- 
mittee on Car Service, June, 1914. 

There have been a number of articles and talks 
on the subject, but nothing tangible has developed 
so far. 

I therefore present this to the Committee on Rela- 
tions Between Railways of the American Railway Asso- 
ciation, the Committee on Car Service of the Associa- 
tion of Transportation and Car Accounting Officers, the 
Central & Western Association of Car Service Officers, 
the Eastern Association of Car Service Officers, the 
American Railway Accounting Officers, the American 
Association of Railroad Superintendents, with a view 
of contributing my mite toward a solution of the problem. 


A Suggestion Offered. 


I suggest the formation of a clearing house or a 
holding company, independent of but working under 
the rules of the American Railway Association, approved 
by the Interstate Commerce Commission, the accounting 
under the supervision of the Association of Railway 
Accountants and Transportation and Car Accounting 
Association, and interchange and inspection under the 
supervision of the Master Car Builders’ Association, 
each road to have control of its quota of cars, as owned. 

Start the pool gradually so as not to make it 
unwieldy to begin with; as it progresses add additional 
classes or types of cars. 

Have the “exchange balance” the basis of car inter- 
change and car hire. 

I especially recommend some simple plan of num- 
bering and marking pool cars so as almost automatically 
to show class, length, capacity, etc.; also simplify 
accounting. 


Such a plan will also materially assist when the 
time comes (which it will) that rates for freight car 


hire will be based on the class of car, in a similar 
manner:as passenger cars. 

With reference to the report of the Car Service 
Committee of the Association of Transportation and Car 
Accounting Officers (printed herewith), taking the report 
by paragraphs: 

(a) Present rules will be observed, or not, as the 
possessing line elects, until some method obtains that 
will more clearly equalize the objection of users in 
proportion to the benefits they receive. 

(b) Conceded, and covered by my plans. 

(c) The advantages outweigh in greater proportion 
the disadvantages, as compared with present methods. 

(1) Admits of no argument. 

(2) Can be easily covered by ownership, or trust 
plates remain on car and stencil ownership initials 
and number on car under both ends of side of car 
under eaves, or change trust contracts by “addenda,” 
showing new, initials of car and numbers in addition to 
ownership plates. 

(3) The arrangement by classes, lengths, etc., as 
outlined by my plans, fully covers this, as the earnings 
of each marking will be prorated as per ownership; 
physical inequalities to be adjusted under M. C. B. 
rules, 

(4) Not any more difficult than the handling of 
Pullman sleepers or Arms palace horse cars under 
holding company’s direction and ownership rights. 

(5) Not necessary for belt or feeder lines to own 
equipment, although preferable. Any connection of such 
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lines may shrink its quota, if it elects to treat such 
feeder line as stations on its line. 

(d) (1) Agreed (or else a clearing house). 

(2) Covered by C-2. 

(3) Start in with the larger capacity common box 
cars, Say, 100,000, 80,000, 70,000, and steel or steel 
underframe 60,000 capacity cars. Later take the auto- 
mobile, furniture, etc., cars. 

(4) O. K., except as soon as practicable pool auto- 
mobile, furniture and vehicle cars, refrigerators, etc.; 
later add other classes. Pending that time, handle as 
per Car Service Rules. 

(5) O. K., based on proper per diem for each class 
of car. Hence my suggested scheme for marking, thus: 
“A-D-E” cars might be 50 cents; “A-D-F” cars, 45 cents; 
“A-D-G” cars, 40 cents; “A-D-J” cars, 30 cents. 

(e) (1) . Covered by attached, and are essential for 
proper supervision. 

(2) Can be cared for as suggested, or make every 
railway repair shop a pool shop under M. C. B. rules. 

(3) O. K., and will insure good physical condition 
of equipment under pool allowances of cars in each 
class shares in P. L. of every car. 

(4) Looks all right. 

(5) Don’t agree. The Exchange Balance will fully 
cover this feature. If “A” owes “B” one hundred 
“A-D-E” box cars to balance, “B” certainly will not 
pay “A” for hauling the cars to equalize. 

J. R. Cavanagh, 

Superintendent of Car Service, Big Four Route. 

Indianapolis, Ind., Aug. 14, 1914. 


Report of the Committee. 


Following is the report of the Car Service Com- 
mittee referred to by Mr. Cavanagh: 


Your committee having made definite recommendations from 
time to time in an effort to induce the inauguration of regu- 
lated pools, and having been requested by the executive com- 
mittee to make further recommendations designed to eliminate 
unnecessary: movement of equipment, especially in-times of car 
surplus, would submit the following: 

(a) Since the adoption of the present car service rules, 
the two extremes of car shortage and car surplus have been 
experienced; it is manifest to all that these rules have not been 
observed generally. In periods of car shortage, cars have been 
handled as though they were pooled, but without regulation. 
In periods of car surplus, the letter of the rules has been more 
strictly observed. The result has been abnormal expense in 
the haulage of empty cars returned to owners during the period 
of slack business. 

(b) The previous recommendations above referred to in- 
clude: A general car pool, division of territory into zones, 
division of equipment by classes. 

(ec) Your committee is still of the opinion that a regulated 
pool of equipment offers substantial relief, but recognizes many 
obstacles to be overcome, among which are the following: 

(1) The manifest necessity that equipment be controlled 
by neutral parties, where now the responsibility for such con- 
trol rests with the executive of each owning: carrier. 

(2) A large proportion of the equipment has been placed 
in service under car trust obligations that should be adequately 
observed in any transfer of control. 

(3) The variation in age, design, condition, capacity and 
dimensions of each class of equipment. / 

(4) Special equipment necessitated by variety of traffic 
peculiar in various sections of the country. 

(5) The necessity for each carrier entering the pool to 
provide its quota of equipment. 

(d) Your committee believes that the present situation 
makes clear the need for united action, and as a basis there- 
for presents the following items for earnest consideration: 

(1) Carriers to form a holding company, empowered to 
purchase or lease equipment. 

(2) Ownership or car trust obligation to be indicated by 
plates attached to car. 

(3) Pool to be started with so-called legal tender box cars. 

(4) Special equipment to be handled strictly in accordance 
with car service rules. 

5) A per diem charge to be determined upon which shall 
defray the recognized cost of car ownership, plus an amount 
that will cover all overhead and general expenses incident to 
pool operation. H 

(e) That some of the detalls of operation may be devel- 
oped, your committee further suggests a discussion of the fol- 
lowing, viz.: 

(1) Operation of the pool to be divided into zones, under 
local management, the general manager reporting to the execu- 
tive committee of the holding company. r 
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(2) Pool storage and repair yards to be located at con- 
venient points. 

(3) Surplus and bad order cars to be delivered to nearest 
storage yard, per diem ceasing upon such delivery. All cars 
leaving storage yard to be in first class, serviceable condition. 

(4) All repair and maintenance chargeable to owners to be 
assumed by holding company. Repairs due to unfair usage to 
be charged as at present. 

(5) Movements of cars empty from storage yards to be 
paid for at tariff rates by the holding company. 

Your committee would suggest that each representative be 
prepared to present data bearing upon this subject, and to 
thoroughly discuss the same, it being the desire of your com- 
mittee that after a thorough discussion the subject be re- 
turned to it with instructions. 


DIGEST OF NEW COMPLAINTS 


‘No, 7138. The Atlas Portland Cement Co., Chicago, Ill, vs. 
Chicago, Milwaukee & St. Paul et al. : 

Against the present rates on cement, Ilasco, Mo., and Han- 
nibal, Mo., to points on the line of the C. M. & W., as ex- 
cessive, unreasonable and unjust. Ask for the establishment 
of through routes and joint commodity rates. 

No. 7139. National Commercial Fixture Manufacturers’ Assn., 
Grand Rapids, Mich., vs. Ann Arbor R. R. Co. et al. 

Against new descriptions and classifications under “Store 
or office fixtures, Official Classification No. 42,’’ as being ex- 
cessive, unreasonable, unduly preferential and in violation of 
sections 1, 2 and 3. Ask for a cease and desist order and 
maxima classifications and rates. 

No. 7140. George H. Morrill Co., Norwood, Mass., vs. Texas & 
Pacific et al. 

Against a rate of $1.09 on returned empty ink barrels from 
Dallas, Tex., to New York City and points in seaboard terri- 
tory as unreasonable and unjust. Ask for reparation. 

No. 7141, Lippard-Stewart Motor Car Co., et al., Buffalo, N. Y., vs. 
Michigan Central et al. 

Allege unjust and unreasonable rates on three motor deliv- 
ery cars from Black Rock, Buffalo, N. Y., to San Francisco, in 
that less than L. C. L. rates were charged. Ask for the aboli- 
tion of rule No. 6, Western Classification, and reparation. 

No. 7142. Cudahy Refining Co., Chicago. vs. A. T. & S. F. et al. 

Alleges imposition of rates on petroleum tailings from Cof- 
feyville, Kan., to Chicago, West Park, Pullman and related 
points in violation of section 6 of the Act in that in the same 
tariff rates of 27c and 32c were named on petroleum and its 
products, including petroleum tailings, while in another part 
of the same tariff, under asphaltum, petroleum tailings carry 
a rate of 18c. Asks for a just and reasonable rate and repara- 
tion amounting in one set of claims to $6,228.27, and in an- 
other to $2,410.66. 

No, 7143. Tvler (Tex.) Produce Co. et al. vs. International & 
Great Northern et al. 

Allege overcharges on bananas from New Orleans to Tyler, 

Tex. Ask for reparation. 


MINOR UNREPORTED OPINIONS 


(Copies of Unreported Opinions may be ‘obtained from the 
ia office of The Traffic Service Bureau at a nominal 
charge. 


‘No. A734, Case No. 6277. E. C. Adleta vs. M. K. & T. and 
St. L. & S. F. et al. Charges on two mixed carload shipments 
of paper, paper articles and other commodities, from St. Louis, 
Mo., to Muskogee, Okla., are not found unreasonable and com- 
plaint dismissed. 

No. A735, Cdse No. 6411. J. C. Shaffer & Co. vs. Ill. Cent. 
Rate from Jenkins, Ill., to Chicago, Ill., on four carload ship- 
ments of corn, subsequently reconsigned to Buffalo, N. Y., un- 
reasonable to the extent that it exceeded 6 cents per 100 Ibs., 
and reparation awarded. 

No. A736, Case 6546. Ozark Fruit Growers’ Assn. vs. U. S. 
Express Co. et al. Charges on peaches, C. L., from Cedar Rap- 
ids to St. Louis, Mo., thence reconsigned to Indianapolis, Ind., 
not found unreasonable and complaint dismissed. 

No. A730, Case No. 5903. Perrine Mfg. Co. vs. A. T. & S. F. 
et al. Defendant’s rating on iron castings applied to shipments 
of returned iron shipping blocks for bracing automobiles in 
transit not found unreasonable or discriminatory, and com- 
plaint dismissed. 

No. A731, Case No. 6177. Price Iron and Steel Co. vs. Ind. 
Harb, et al. Rates for the transportation of scrap iron, C. L.., 
from Indiana Harbor, Ind., to Chicago and Maywood, IIll., found 
unreasonable and reparation awarded. 

No. A732, Case No. 6209. Pittman & Harrison Co. vs. St. L. 
I. M. & S. et al. Rates for the transportation of oats, C. L., 
from points on the Iron Mountain in northeast Oklahoma to 
certain Kansas points found unreasonable to the extent that they 
sues yon in effect in the reverse direction, and reparation 
awarded. 














EFFECTIVE DATES POSTPONED. 

The effective date of the order in Docket No. 6278, 
Milwaukee Produce and Fruit Exchange, has been post- 
poned from September 1 to November 1. The effective 
date of Fourth Section. Orders Nos. 4006 and 4007, 
issued on application No. 639, Leland, has been post- 
poned from September 15 to October 15. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer- simple questions relat- 
Ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure | gene written answers to their inquiries by the pay- 


ment of a small fee, given on application. 
Address Legal Department, The Traffic Service Bureau, 
Colorado Bullding, Washington, D. C. : 


Carrier’s Rights Under “Shipper’s Load and Count” 
Clause. 

Ilinois—“We would like an opinion from _ you, 
through the columns of THE TRAFFIC WORLD, as to 
whether or not the carriers could not be compelled to 
check the contents of a car of freight at point of origin 
before signing bill of lading, or are the shippers respon- 
sible for the contents simply owing to the physical 
impossibility of the carriers to check the loading? Are 
the shippers forced to adhere to the ‘Shipper’s Load 
and Count clause?’ ” 

The Interstate Commerce Commission, In Re the 
Suspension of Western Classification 51, 25 I. C. C., 491 
[see page 5 of Jan. 4, 1913, issue of THE TRAFric 
Wortp], considered rule 23 thereof, which reads, 
“freight loaded by shipper and not checked by carrier 
must he receipted for, ‘shipper’s load and-count,’” and 
also referred to the case of Ponchatoula Farmers’ Asso- 
ciation vs. I. C. R. R. Co., 19 I. C. C., 521 [see page 817 
of Dec. 3, 1910, issue of THE TRAFFIC WoRLD], wherein 
it stated that “to require the carrier in a traffic of 
perishable articles to count the packages tendered for 
transportation would in many instances retard the ship- 
ment and impose an additional burden upon already 
overburdened station agents without resulting in a com- 
pensating advantage to the shipper.” 

A bill of lading is intended as a representative of 
the goods shipped, and the transferee thereof may rely 
thereon, and the carrier is correspondingly estopped from 
showing that it has not received the quantity of goods 
recited in the bilk To guard against such estoppel, 
the carrier may insert in the bill of lading some qualify- 
ing clause, and in that event it will not be liable to 
an assignee for the value, if he delivers all the goods 
received. The Commission held in the foregoing cases 
that when the bill.of lading contains qualifying words, 
such as “weights and contents unknown,” or “Shipper’s 
Load and Count,” or words of like effect, the burden 
would be upon the shipper, in an alleged failure to 
deliver the whole amount shipped, to show the quantity 
delivered for transportation. The Commission expressly 
held that a carrier was not compelled to give clear 
receipts for carload freight, but declined.to make any 
particular recommendation regarding the above rule, be- 
cause this subject is covered by pending legislation of 


Congress. 


* * * 


Loss of Discount Account Delayed Shipments Not 
Recoverable. 

Pennsylvania.—“We have a case wherein a railroad 
moved a shipment from New York to their yard adjacent 
to our works, made their record’ to show the-car de- 
livered to us, but failed to deliver such car to our con- 
nection. Several days later they carded the car con- 
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August 29, 1914 


taining this shipment as an empty and forwarded the 
same from these yards. The shipment in question was 
purchased f. o. b. cars shipping point and subject to 
2 per cent discount for payment in ten days from date 
of invoice. The original arrival of the shipment, as 
above mentioned, was in ample time for us to have 
secured this ten days’ discount, but before the shipment 
was delivered to us the discount period had expired. 
We, therefore, had to pay the shipper’s invoice at face 
value, and we made claim against the railroad company 
for the amount of the discount.” 

As paragraph 2, section 3, of the Uniform Bill of 
Lading fixes the limitation of the carrier’s liability in 
only loss and damage claims, a claim based upon a de- 
layed shipment would not be governed by that provision. 
As a consequence, the general rule of law would apply, 
which is to the effect, if the goods are intended for 
sale in the market at destination, and the carrier unrea- 
sonably and negligently delays their transportation, that 
the damages are to be computed, if goods of the par- 
ticular kind have fallen in market value during the 
delay, or if they have depreciated in quality because of 
the delay, by the difference between the market value 
when the goods should have arrived and the value at 
the time of their delivery. Where, however, the evidence 
establishes that there was no difference in the value 
of the goods on the date they should have been delivered 
and on the date they arrived and were ready for de- 
livery, only nominal damages can be recovered. 

In the shipment in question, allowance of discount. 
depending upon the time of payment of invoice and not 
upon delivery of goods, and the title of the goods already 
being in the consignee before the discount period ex- 
pired, such an element of damages is one that does not 
naturally and proximately flow from the carrier’s de- 
fault. It is also speculative, since the carrier has no 
assurance that the owner would invariably avail him- 
self of the discount if the shipment had been delivered 
prior to the ten days’ period. 

* * * 
Damages When Carrier Fails to Accept and Carry Goods. 


Indiana.—“A car of material travels from a point in 
Missouri to a point in New York, billing instructions to 
the railroad company calling for a _ stop-over at an 
intermediate point to finish loading, the commodity in 
question bearing a 30,000-pound minimum. At point of 
origin 15,000 pounds are started in the car, the inten- 
tion being to fill up the minimum at the stop-over 
point. The railroad company, however, failed to prop- 
erly protect the stop and car moves through to desti- 
nation with the 15,000 pounds only. Upon arrival of 
the car the consignee cancels his order calling for the 
portion which should have been included in the car 
at stop-over point, the shipper losing that portion of 
the sale and being compelled to pay on blank weight 
the entire distance. 

“Our question is as to the extent of the claim 
Which the shipper has against the railroad company. 
As we look at it, he is entitled to a refund of freight 
charges based on an actual weight of 15,000 pounds 
at the carload rate, also an amount representing that 
profit which the shipper loses on account of the failure 
of the railroad company to fully perform its duty.” 

Assuming that the carrier’s tariff provided for a 
Stop-over at an intermediate point to finish a full car 
loading, and that such shipment might move at a 


THE TRAFFIC WORLD | 479 


certain through rate from point of origin to final des- 
tination point, then the failure of the carrier to comply 
with proper instructions, by loading the car to its full 
minimum weight at intermediate point, would not deprive 
the shipper of the benefit of the carload rate on the 
actual weight transported and delivered. 

When a carrier enters into a contract to transport 
the goods, and afterwards fails or refuses to convey 
them, it has been held that the true measure of dam- 
ages to which the owner is entitled is the difference 
between the market value at the destination. to which 
they were to have been carried, at the time when they 
would have arrived there if the carrier had performed 
its contract, and their value at the same timé at the 
place from which they were to have been carried, less 
the freight charges. In other words, the liability of 
the carrier would not be measured by the loss of profits 
to the shipper arising from his inability to perform his 
contract with the consignee, unless special notice of 
the character and terms of the contract was given 
to the carrier at the time of delivering the shipment 
to it for transportation; but, instead, the damage for 
failing to transport part of the shipment would be 
measured by the difference in its market value at desti- 
nation and its value at point of shipment, while on 
that portion that was refused by consignee on account 
of carrier’s failure to load full consignment, if it was 
ultimately sold by the shipper, it appears that the dif- 
ference between its market value at destination on ar- 
rival, and the amount at which it was actually sold, 
would also be a proper element of damage. 


* * * 


Presumption of Law as to Invoice Price of Goods 
Shipped Prepaid. 


Missouri.—“Referring to ruling of your department 
published in Tuk TrAFrFic Wortp of Aug. 23, 1913, Vol- 
ume 12, No. 8, page 428, interpreting section 3, para- 
graph 2, of the Uniform Bill of Lading, this department 
has always taken the position that where a claim is 
presented by the shipper on a lost shipment, if the ship- 
ment is invoiced at a delivered price, the company 
would not be justified, under the provisions of the 
Uniform Bill of Lading, in recognizing a claim for the 
full invoice price plus the amount of prepaid freight 
charges. In my opinion, it could hardly have been 
the intention of the framers of this section of the Uni- 
form Bill of Lading that the claimant should ever be 
any more than fully reimbursed. for the actual loss 
sustained by him in the case of a lost shipment. I! 
would call particular attention to the phraseology of 


the section when it provides that the loss is’ to be 


computed on the basis of the value of the property at 
the place and time of shipment, this to be determined 
by the bona fide invoice price to the consignee. Now, 
my view is that where a consignment of freight has 
been invoiced by the seller to the buyer at a certain 
price delivered at the station of the buyer, and the 
freight charges have been prepaid by the seller, thea 
the invoice price necessarily includes the prepaid 
eharges, and the liability of the carrier, under section 
3, paragraph 2, of the Uniform Bill of Lading, is limited 
to the amount shown on the face of such invoice, 
whether the claim be presented by the seller or the 
buyer. In my opinion, it was not the desire of those 
who framed this provision of the Uniform Bill of Lad- 
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ing that the liability of a carrier should be any differ- 
ent in the case of a prepaid shipment than of one 
which was shipped collect, or in case claim was made 
by the consignee, than where it was made by the 
consignor.” 

Our answer to Rhode Island, appearing on page 
28 of August 23, 1913, issue of Tue TRAFFIC WORLD, 
was advanced on the statement of our inquirer that 
the consignor was the claimant for the damages to 
the lost shipment. The consignor filed a claim for the 
invoice price to the consignee, plus freight charges pre- 
paid to destination. Assuming, of course, that the 
prepaid freight charges were not included in invoice 
price, it is obvious that the actual damages suffered 
by the consignor, through the loss of the shipment, was 
the invoice price of the goods to the consignor, plus 
such freight charges as were paid in advance to the 
carrier. It -therefore follows that the consignor is not 
seeking damages in excess of the benefits which would 
have accrued from the performance of the contract of 
affreightment. This contract expressly stipulating that 
the carrier’s liability for loss or damage shall be fixed 
at the invoice price, at the place and time of ship- 
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ment, thus clearly establishes the value of the property 
as at the place of origin, and not at the place of de- 
livery; while the further stipulation, “including the 
freight charges, if prepaid,” also clearly manifests the 
purpose to refund such cost of transportation as was 
actually prepaid by the consignor. 

It cannot be questioned that the invoice price meas- 
ures the carrier’s liability when admittedly including the 
prepaid freight charges. But we must question ihe 
statement that proof merely showing that the charges 
have been prepaid warrants a finding that the invoice 
price necessarily includes such charges, and that the 
consignor or consignee is, therefore, estopped from re- 
covering more than the face amount of such invoice. 
The practice usually is to include the prepaid freight 
charges in the invoice. But in any given case this 
might be rebutted with proof showing that the charges 
were not actually included in the invoice price, and in 
such event the measure of complainant’s damages would 
be the invoice price, plus the freight charges. In other 
words, the law does not presume either that the charges 
were or were not included in the invoice price; it 
leaves the question to strict proof in each case. 








Docket of The Commission 


Se tember 3—Washington, D. C.—Examiner Watkins: 
126—E. P. Ladd & Co. vs. Gould S. W. Ry. Co. et al. 


September 8—Fargo, N. D.—Examiner seme: 

* 6430—Magill & Co. vs. C. M. & St. P. Ry. 

* 6434—Bristol & Sweet Co. vs. C. M. & St. e ‘Ry. Co. 
September 8—Johnson City, Tenn.—Examiner Butler: 

* 7098—Hice Mfg. Co. vs. Charleston & W. C. Ry. Co. et al. 


September 8—New York, N. Y.—Examiner Barclay: 
6978—American Linseed Co. vs. C. & N. W. Ry. Co. et al. 
6875—Atlas Portland Cement Co. vs. C. B. & Q. R. R. Co. 
7c09—Atlas Portland Cement Co. vs. L. V. R. R. Co. 


September 9—Knoxville, Tenn.—Examiner Butler: 
* 6438—L. M. Ewing vs. L. & N. R. R. Co. 


September 9—New York, N. Y.—Examiner Barclay: 
6841—General Chemical Co. vs. P. R. R. Co. 
6865—Fred S. Norse Lumber Co. vs. L. & N. R. R. Co. et al. 
6867—Fred S. Norse Lumber Co. vs. L. & N. R. R. Co. et al. 


September 10—Chattanooga, Tenn.—Examiner Butler: 

* |, & S. 479—Lumber rates from Chattanooga, Tenn., to Nash- 
ville, Tenn. 

* 6413—J. M. Card Lumber Co. et al. vs. Ala. Gt. Sou. R. R. Co. 
et al. 

* 6433—Street Bros. Machine Co. vs. Sou. Ry. Co. 

September 10—Spokane, Wash.—Examiner Marshall: - 

* 7019—J. G. Kulzer vs. Gt. Nor. Ry. Co. 

* 6464—Crow’s Nest Pass Coal Co. Ltd. vs. Gt. Nor. Ry. Co. 


September 10—New York, N. Y.—Examiner Barclay: 
7035—Union Tanning Co. vs. L. & N. R. R. Co. et al. 
7088—Tompkins-Kiel Marble Co. vs. L. & N. R. R. Co. et al. 
4697—Biskie vs. N. Y. N. H. & H. R. R. Co. et al. 


September 10—Spokane, Wash.—Examiner Marshall: 

* 5539—Kroll Lumber Co. vs. Great Northern Ry. Co. et al. 

* 6710—Bonner’s Ferry Lumber Co. vs. Great Northern Ry. Co. 

September 11—Spokane, Wash.—Examiner Marshall: 

* 6479—Acme White Lead and Color Works et al. vs. Northern 
Pacific Ry. Co. 

September 11—Chattanooga, Tenn.—Examiner Butler: 

* 6476—McLean Lumber Co. vs. Ala. Tenn. & Nor. R. R. Co. 


et al. 
* Cage Sewer Pipe and Fire Brick Co. vs. Sou. Ry. 
Yo. et al. 
* 6668—Thacher Medicine Co. vs. C. N. O. & T. P. Ry. et al. 
September 11—New York City, N. Y.—Examiner Barclay: 
* 1, & S. 480—Routing of shipments of beauxite cre to Chicago 
Heights, Ill. 
September 11—Spokane, Wash.—Examiner Marshall: 
* 6344—Dover Lumber Co. vs. Spokane Int. Ry. Co. 
* 6753—Ryan & Newton vs. Ore.-Wash. R. R. & Nav. Co. et al. 
* 6905—Cycle Motor Co. vs. Nor. Pac. Ry. et al. 
* 6524—Yakima County Horticultural Union vs. Nor. Express Co. 
September 11—New York, N. Y.—Examiner Barclay: 
—— & Seamans Lumber Co. vs. C. & O. Ry. Co. 
et al. 
aeaeerele Lumber Co. vs. Apalachicola Nor. R. R. Co. 
et a 


6928—Fruit Despatch Co. vs. Texas & Pacific Ry. Co. 
September 12—Chattanooga, Tenn.—Examiner Butler: 
* 6762—Chattanooga Brewing Co. vs. L. & N. R. R. Co. et al. 
* 7001—Williams Lumber Co. vs. N. C. & St. L. Ry. et al. 
* — Limestone Products Co. vs. West. & A. R. R. 
eta 


September 12—Spokane, Wash.—Examiner Marshall: 

* 6§6253—American Type Founders vs. Nor. Pac. Ry. Co. et al. 

* 6314—Cohn Bros. vs. Nor. Pac. Ry. Co. et al. 

* 6315—Manufacturers’ Furniture and Bedding Co. vs. Gt. Nor. 
Ry. Co, et al. | 


* 6316—Langert Wine Co. vs. Nor. Pac. Ry. Co. et al. 


* 6342—United Iron Works vs. Nor. Pac. Ry. Co. et al. 
* 6732—John W. Graham & Co. vs. Spokane Int. Ry. Co. et al. 
* 6774—Inland Empire Biscuit Co. vs. Gt. Nor. Ry. Co. et al. 


September 12—New York, N. Y.—Examiner Barclay: 
|. & S. 452—Application to increase rates on matches from 
Chicago territory to southern Oklahoma points. (Suspension 
expires Sept. 8, 1914.) 
6961—-Gage vs. Erie R. R. Co. 


September 12—Louisville, Ky.—Examiner Mackley: 

* I. & S. 441—Lumber rates to New Albany, Ind. 

September 14—Nashville, Tenn.—Examiner Butler: 

* 6762—Maury Milling Co. et al. vs. L. .. N. Ry. Co. et al. 

* 6800—Warner Iron Co. vs. L. & N. R. 

* 7003—A. E. Baird Lumber Co. vs. A. & Re A. B. Ry. Co. et al. 
September 14—San Francisco, Cal.—Examiner Thurtell: 

Fourth Section Applications of the Southern Pacific Company: 
1080, 1081, 1085, 1092, 1093, 1094, 1095, 1098, 1099, 1100, 1105, 
1107, 1221, 1229, 1235, 1239, 1244. 1108, 1110, 1111, 1112, 1113, 
1121, 1122, 1223, 1225 to 1228 inclusive, 1252 to 1254 inclusive, 
1260, 1261, 1129 to 1/32 inclusive, 1136 to 1138 inclusive, 1140. 
1141, 1148, 1150, 1178, 1182, 1183, 1184, 1191 to 1199 inclusive. 
1152, 1175, 1157, 1161, 1164, 1168, 1202, 1208, 1210, 1217 to 1219 
inclusive, 1262, 1263, 1266, 1268, 1270, 1272, 1403; ‘also, 


1154 of Southern Pacific and 723 of F. W. Gomph. 
1156 of Southern Pacific and 4738 of F. W. Gomph. 
1159 of Southern Pacific and 714 of F. W. Gomph. 
1211 of Southern Pacific and 725 of F. W. Gomph. 
1212 of Southern Pacific and 726 of F. W. Gomph. 
1214 of Southern Pacific and 710 of F. W. Gomph. 
1215 of Southern Pacific and 709 of F. W. Gomph. 
1216 of Southern Pacific and 708 of F. W. Gomph. 
1233 of Southern Pacific and 4718 of F. W. Gomph. 
1236 of Southern Pacific and 4705 of F. W. Gomph. 
1237 of Southern Pacific and 4716 of F. W. Gomph. 
1238 of Southern Pacific and 4717 of F. W. Gomph. 


September 14—San Francisco, Cal.—Examiner Thurtell: 

Fourth Section Applications Nos. 1276, 722, 1277, 721, 1278. 1279, 
738, 1280, 737. 1281. 736, 1284, 1285, 1287, 1288, 1292; 1303, 1306, 
1307, 2710, 1309, 1310, 1312, 2984, 1314, 1317, 335, 1322, 1323, 
1325, 1329, 1330, 1332, 1334, 1335, 1337, 1338, 1339, 1341, 1343, 
1346, 1347. 

September 14—Montpelier, Vt.—Examiner Barclay: 
_—* Moore & Thompson Paper Co. et al. vs. B. & M. R. R. 
o. 
September 15—Nashville, Tenn.—Examiner Butler: 
* 5480—Chestnut Lumber Co. vs. L. & N. R. R. Co. 
* 6682—Chestnut Lumber Co. vs. N. O. & N. E. R. R. Co. et al. 
* 6912—Chestnut Lumber Co. vs. M. & O. R. R. Co. et al. 
September 15—Montpelier, Vt.—Examiner Barclay: 
7068—Ryegate Paper Co. vs. N. Y. C. & H. R. R. R. Co. et al. 


7080—Ryegate Paper Co. vs. B. & M. R. R. Co. et al 
September 15 to 19—Utica, N. Y.—Examiner Carmalt: 
1. & S. 414—Cancellation of rates in connection with small 
lines by carriers in Official Classification territory. 
4181—In the matter of allowance to short lines of railroads 
serving industries: 
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Lowville & Beaver River R. R. 
Norwood & St. Lawrence R. R. 
Genesee & Wyoming R.’‘R. 
Owasco River R. R. 


September 16—Memphis, Tenn.—Examiner Butler: 

+ 4872—Brownsville Cotton Oil and Ice Co. vs. L. & N. R. R. Co. 
* 5795—City of Brownsville et al. vs. L. & N. R. R. Co. et al. 

* 6018—City of Covington et al. vs. Ill. Cent. R. R. Co. et al. 

* Fourth Section Application No. 2045. 


September 16—Seattle, Wash.—Examiner Marshall: 

* 6975—Day Lumber Co: vs. Nor. Pac, Ry. Co. et al. 

* 6502—Red Cedar Shingle Mfg. Assn. vs. Minn. & St. L. Ry. 
Co. et al. 

* 6869—Charles W. Becker vs. Ore.-Wash. R. R. & Nav. Co. 
et al. 

September 16—Boston, Mass.—Examiner Barlclay: 

5244—Boston Potato Receivers’ Assn. vs. B. & A. R. R. et al. 


september 17—Seattle, Wash.—Examiner Marshall: © 

* 6659—New England Fish Co. vs. C. M. & St. P. Ry. Co. et al. 
* 6804—Produce Distributors’ Co. et al. vs. Sou. Pac. et al. 

* 6956—Gold Stamp Mining Co. vs. Gt. Nor. Ry. Co. 


September 17—Syracuse, N. Y.—Examiner Barclay: 
6823—Waterbury Felt Co. vs. B. & A. et al. 


September 18—Buffalo, N. Y.—Examiner Barclay: 
7044—Gustave Benjamin vs. Mich Central R. R. 


September 18—Memphis, Tenn.—Examiner Butler: 
* 6371—Oliver Finnie Co. vs. P. & R. Ry. Co. et al. 


September 18—Tacoma, Wash.—Examiner Marshall: 

* 6343—Pacific States Lumber Co. vs. Nor. Pac. Ry. Co. et al. 

* 6595—St. Paul & Tacoma.Lumber~Co. vs.G. H. & S. A. Ry. 
Co. et al. 

* 6674—F. S. Harmon & Co. vs. Nor. Pac. Ry. Co. 

September 18—Memphis, Tenn.—Examiner Butler: 

* 6371—Oliver Finnie Co.. vs. P. & R. Ry. Co. et al. 

* 6398—Oliver Finnie Co. vs. C. & N. W. Ry. et al. 

* 6436—Oliver Finnie Co. vs. St. L. & S. F. R. R. Co. et al. 

September 18—Chicago, I]l—Examiner Mackley: 

*|, & S. 196—In the matter of new. regulations and practices 
governing the switching of coal and coke in carloads, from 
cannecting carriers destined to certain points on the Chi- 
cago, Milwaukee & St. Paul Ry. Co., located within the lim- 
its of Chicago switching district. 

September 19—Tacoma, Wash.—Examiner Marshall: : 

* 6734—F. S. Harmon & Co. vs. Nor. Pac. Ry. Co. et al. 


September 19—Cleveland, O.—Examiner Barclay: 
6239—Hess & Clark vs. Erie et al. 
a Se Confection Co. vs. Cleveland & Buffalo Trans. Co. 
et al. 


September 19—Memphis, Tenn.--Examiner Butler: 
* 6311—H. C. Miller et al. vs. Ill. Cent. R. R. Co. et al. 
* Fourth Section Applications Nos. 2132, 2045 and 799. 


September 19—Tacoma, Wash.—Examiner Marshall: 

* ee National Lumber Co. vs. Tacoma Wash. R. R. 
et al. 

* ro S. Harmon & Co. vs. Ore.-Wash. R. R. & Nav. Co. 
et al. 

* 6872—Sprouse & Son vs. Nor. Pac. Ry. Co. et al. 


September 21—Portland, Ore.—Examiner Marshall: 

* 1. & S. 473—Minimum weights of vegetables in mixed carloads. 

* 6829—Ballou & Wright vs. N. Y. N. H. & H. R. R. Co. et al. 

* 6830—Columbia Gold Mining Co. vs. Ore.-Wash. R. R. & Nav. 
Co. et al. . 


September 21—Memphis, Tenn.—Examiner Butler: 

* Mb i Pleasant Fertilizer Co. vs. L. & N. R. R. Co. 
et al. 

* 6363—Anderson-Tully Co. vs. St. L. I. M. & Sou. Ry. Co. et al. 


September 21—Washington, D. C.—Examiner Wood: 
6770—Weston, Dodson & Co. vs. Cent. R. R. Co. of N. J. 


September 21 to 26—New York, N. Y.—Examiner Carmalt: 
|. & S. 414—Cancellation of rates in connection with small 
lines by carriers in Official Classification territory. 
4181—In the matter of allowances to short lines of railroad 
serving industries: 
Wharton & Northern R. R. 
Berlin Mills Co. 
Moshassuck Valley R. R. 
Johnstown & Stony Creek R. R. 
Chestnut Ridge Ry. 
Northampton & Bath R. R. ‘ 

September 21—Cleveland, O.—Examiner Barclay: . 
6635—Pittsburgh & Buffalo Co. vs. Hocking Valley Ry. 
6582—American Fork and Hoe Co. vs. C. B. & Q. R. R. et al. 

September 22—Memphis, Tenn.—Examiner Butler: 

. Coen Co. et al. vs. St. L. I. M. & Sou. Ry. 

So. et al. 

* 6649—E. Sondheimer Co. vs. St. L. I. M. & Sou. Ry. Co. * 

* 6930—Messic Ellis Bros. Co. et al. vs. L. & N. R. R. Co. et al. 

September 22—Detroit, Mich.—Examiner Barclay: 
6852—Jewett, Bigglow & Brooks vs. C..H. & D. R. R. Co. et al. 
6927—Pittsman & Dean Co. vs. Grand Trunk Ry. Co. et al. 

September 23—Memphis, Tenn.—Examiner Butler: 

* 6756—Memphis Freight Bureau vs. Sou. Ry. Co. et al. 

* 6953—Memphis Freight Bureau vs. M. & O. R. R. Co. et al. 

* 4101—Memphis Freight Bureau vs. St. L. I. M. & Sou. Ry. 


et al. 
* Fourth Section Application No. 461. 


September 23—Detroit, Mich.—Examiner Barclay: 
7041—Peninsular Portland Cement Co. vs. Cin. Nor. R. R. Co. 

September 24—Memphis, Tenn.—Examiner Butler: 

* 6932—Semmes & Co. vs. L. & N. R. R. Co. et al. 

* Fourth Section Applications Nos. 1547, 1548, 1779, 1952, 2043, 

2045, 2523 and 3965. 
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September 24—Toledo, O.—Examiner Barclay: 
{. & 2 Tae commodity rates between Kerper and 
son, O. 


September 24—Toledo, O.—Examiner Barclay: 
* 6862—Crook Son & Co. vs. Vandalia R. R. Co. et al. 


September 25—Memphis, Tenn.—Examiner Butler: 
*.6933—-W. E. Birmingham et al. vs. C. I. & S. Co. et al. 
* 7034—Blackburn-Worden Co. et al. vs. Ill. Cent. R. R. Co. 


et al. 
* 7038—A. S. Barbaro & Co. vs. Ill. Cent. R. R. Co. et al. 


September 25—Columbus, O.—Examiner Barclay: 
6240—Michigan-Ohio-Indiana Coal Assn. vs. B. & O. R. R. Co. 
6534—Apalachia Lumber Co. vs. L. & N. R. R. Co. 

That portion of Fourth Section Application No. 1952, filed 
by the Louisville & Nashville R. R. Co. on its behalf and on 
behalf of its connections, which asks authority to continue 


lower rates on oak lumber from Big Stone Gap, Va., to Fal- 
coner, N. Y., and from Olinger, Va., to Buffalo, N. Y., than 
the rate concurrently applicable on like traffic from Bixby 
Siding and Murdock, Va., and other intermediate points, is 
assigned for hearing in connection with Case No. 5534. 

September 28—Memphis, Tenn.—Examiner Butler: 

* 6906—R. J. Darnall, Inc., vs. Yazoo & M. V. R. R. Co. et al. 

* ee eee Hide and Fur Co. vs. St. L. I. M. & Sou. Ry. 

‘o. et al. 
* 7058—Woods Lumber Co. vs. St. L. I. M. & Sou. R. Co. et al. 


September 28—Norfolk, Va.—Examiner Gerry: 

* 6954—F.. S. Royster Guano Co. vs. S. A. L. Ry. Co. et al. 
* 7061—Charles Reid’s Sons, Inc., vs. Sou. Ry. Co. 
September 28—York, Pa.—Examiner Smith: 

* 6856—S. W. Hershey vs. North Central Ry. Co. 


September 28—Memphis, Tenn.—Examiner Butler: 

* 7042—Mascari Bros. vs. St. L. & S. F. R. R. Co. et al. 

* 7095—Ehrman Bros. vs. Yazoo & M. V. R. R. Co. et al. 

September 28—Washington, D. C.—Commissioner Meyer: 
6370—In the matter of rates, practices, rules and regulations 

governing the transportation of iron ore. 

September 28 to 30—Williamsport, Pa.—Examiner Carmalt: 
4181—In the matter of allowances to short lines of railroads 
|. & S. 414—Cancellation of rates in connection with small 

lines by carriers in Official Classification territory. 
serving industries: 

Susquehanna & New York. 

Tionesta Valley Ry. 


September 29—Richmond, Va.—Examiner Gerry: 

* 6760—Charleston, S. C., Mining and Manufacturing Co. vs. 
Sou. Ry. Co. 

* 6901—Navassa Guano Co. vs. C. M. & St. P. Ry. Co. et al. 

* 6871—Virginia-Carolina Chemical Co. vs. Ill. Cent. R. R. Co. 


et al. 
* 6923—Virginia-Carolina Chemical Co. vs. L. & N. R. R. 


September 29—Harrisburg, Pa.—Examiner Smith: 
* 6895—Watsontown Brick Co. vs. North Central Ry. Co. et al. 


September 30—Allentown, Pa.—Examiner Smith: 
* 6763—Wm. H. Anthony vs. L. V. R. R. Co. et al. 


October 1—Philadelphia, Pa.—Examiner Smith: 

* |, & S. 486—Rates on iron and steel articles from Coatesville, 
Pa., and other points to Canadian destinations. 

* 6839—Rayner & Parker vs. L. & N. R. R. Co. et al. 

* 6911—R. B. Rayner Co. vs. A. C. L. R. R. Co. et al. 


October 1—Roanoke, Va.—Examiner Gerry: 

* oe Portsmouth Veneer Co. vs. Norf. & West. Ry. 
‘o. et al. 

* ee Portsmouth Veneer Co. vs. Norf. & West. Ry. 
‘oO. et al. 


October 1 to 3—Kane, Pa.—Examiner Carmalt: 
|. & S. 414—Cancellation of rates in connection with small 
lines by carriers in Official Classification territory. 
4181—In the matter of allowances to short lines of railroads 
serving industries: 
Sheffield & Tionesta R. R. 
Kane & Elk R. R. 
Valley R. R. 
October 2—Philadelphia, Pa.—Examiner Smith: 
* 7054—Tyler Coal and Coke Co. vs. P. R. R. Co. et al. 
* 7074—Charles Este Co. vs. A. C. L. R. R. Co. et al. 
* 6918—S. F. Scattergood & Co. vs. P. R. R. Co. et al. 
October 3—Philadelphia, Pa.—Examiner Smith: 
* 6921—Industrial Traffic Assn. vs. P. R. R. Co. et al. 
* 6922—Industrial Traffic Assn. vs. P. R. R. Co. et al. 
* ea Vulcanized Fibre Co. vs. B. & O. R.‘R. Co. 
et al. 
October 3—Durham, N. C.—Examiner Gerry: 
* 6892—J. S. Cobb vs. Norf. & West. Ry. Co. et al. 
October 5—New Bern, N. C.—Examiner Gerry: 
* 6527—Elm City Lumber Co. vs. A. C. L. R. R. Co. et al. 


October 5—Pittsburgh, Pa.—Examiner Smith: 
* 8 tes & Speer Co. vs. Kanawha & West Va.-R. R. Co. 
et al. 


* 6325—B. McCracken & Son vs. B. & O. R. R. Co. et al. 


October 5 to 7—Indianapolis, Ind.—Examiner Carmalt: 
1. & S. 414—Cancellation of rates in connection with small 
lines by carriers in Official Classification territory. 


4181—In the matter of allowances to short lines of railroads 
serving industries: : 
Westport Stone Co. 
Big Four Stone Co. 
American Hominy Co. 
Central R. R. of Indianapolis. 
October 6—Hearing at Chicago, II1.: 
Amended Fourth Section Order No. 124. 
In the matter of Applications Nos. 205, 342, 343, 344, 349, 350 
and 352, on behalf of carriers parties to the tariffs therein 
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named, by R. H. Countiss, C. W. Bullen and J. F. Tucker, 
their agents, for relief from the provisions of the Fourth 
Section of the Act to Regulate Commerce, as amended 
June 18, 1919, with respect to commodity rates from eastern 
points of shipments which are higher to intermediate points 
than to Pacific coast terminals. 


October 6—Pittsburgh, Pa.—Examiner Smith: 
* 6859—Pittsburgh Crucible Steel Co. vs. P. R. R. Co. 
* 6994—-Reymer & Bros. vs. C. & N. W. Ry. Co. et al. 


October 6—Chicago, I1l.—Examiner Smith: 
* 1. & S. 238—Kansas-California flour rates. 


October 7—East Liverpool, O.—Examiner Smith: 

°% * ee 470—Rates on kaolin clay to East Liverpool and other 
points. 

October 7—Rock Hill, S. C.—Examiner Gerry: 

* 6815—Rock Hill Buggy Co. vs. Sou. Ry. Co. et al. 


October 8—Massillon, O0.—Examiner Smith: 

* 6171—Massillon Sand and Stone Co. vs. W. & L. E. R. R. et al. 
* 6818—Geer Beatty Coal Co. vs. Pa. Co. et al. 

* 6894—Cray & Smith vs. Pa. Co. et al. 


October 8 to 14—Toledo, O.—Examiner Carmalt: 
1. & S. 414—Cancellation of rates in connection with small 
lines by carriers in Official Classification territory. 
4181—In the matter of allowances to short lines of railroads 
serving industries: 
Lake Erie & Ft. Wayne R. R. 
Lorain & Southern R. R. 
Lakeside & Marblehead R. R. 
Culver & Port Clinton R. R. 
Bay Terminal R. R. 
Toledo, Angola & Western R. R. 


October 9—Marion, O.—Examiner Smith: 
* 6654—John E. Sifritt vs. Pere M. R. R. Co. et al. 


October 9—Columbia, S. C.—Examiner Gerry: 
* 6866—Columbia Ry. Gas and Elec. Co. vs. Sou. Ry. Co. et al. 


October 10—Urbana, O.—Examiner Smith: 
* 6294—Urbana Broom Co. vs. C. C. C. & St. L. Ry. Co. 


October 10—Greenville, S. C.—Examiner Gerry: 
* 6957—M. W. Sloan vs. Sou. Ry. Co. et al. 


October 12—Dayton, O.—Examiner Smith: 
* 6920—Weakley & Worman Co. vs. C. H. & D. R. R. Co. et al. 


October 12—Atlanta, Ga.—Examiner Gerry: 

* ne County Chemical Mining Co. vs. N. C. & St. L. Ry. 
et al. 

* Fourth Section Applications Nos. 458, 1573, 3918. 


October 13—Atlanta, Ga.—Examiner Gerry: 

* 6880—Cumberland Telephone and Telegraph Co. vs. Ill. Cent. 
R. R. Co. et al. 

* 4803—Parrott-Pope Lumber Co. vs. L. & N. R. R. Co. et al. 

October 13—Cincirnnati, O.—Examiner Smith: 

* 6840—Doran & Co. vs. N. C. & St. L. R. R. Co. et al. 

* 6924—Isaac Joseph Iron Co. vs. M. La. & Tex. R. R: Co. et al. 

* Fourth Section Application No. 461. 

* oar Nivison-Weiskopf Co. vs. Ft. Wayne C. & L. R. R. 
et al. 

October 14—Cincinnati, O.—Examiner Smith: 

* 7045—Dewey Bros. Co. vs. P. C. C..& St. L. et al. 

* Fourth Section Applications Nos. 1561 and 2069. 


October 14—Columbus, Ga.—Examiner Gerry: 
* 6445—Julius Friedlander & Co. vs. Cent. of Ga. Ry. et al. 


October 15 to 17—Detroit, Mich.—Examiner Carmalt: 
1. & S. 414—Cancellation of rates in connection with small 
lines by carriers in Official Classification territory. 
4181—In the matter of allowances to short lines of railroads 
serving industries: 
Delray Connecting R. R. 
Wyandotte Terminal R. R. 
Essex Terminal R. R. 
Port Huron & Southern R. R. 
October 1€—Savannah, Ga.—Examiner Gerrv: 
* 6705—A. P. Brantley Co. vs. A. C. T.. R. R. Co. 
October 16—Marietta, O.—Examiner Smith: 
* a eeene Hay and Grain Co. vs. C. C. C. & St. L. Ry. 
o. et al. 
* 6244—American Hay and Grain Co. vs. Pa. Co. et al. 


October 17—Jacksonville, Fla.—Examiner Gerry: 

*1, & S. 352—Rates on tomatoes from Jacksonville, Fla., to 
Kansas City. Mo., and other points. 

* 1, & S. 393—Rates on tomatoes from Jacksonville, Fla., to 
St. Paul, Minn., and other points. 


* 6406—Tacksonville Machine Works vs. Cent. of Ga. Ry. Co. 


et al. 
* 6941—T. W. Shands et al. vs. S. A. R. Ry. Co. et al. 


October 19—Pensacola, Fla.—Examiner Gerry: 
* 6945—Bagdad Land and Lumber Co. vs. lu. & N. R. R. 
* 7087—Bagdad Land and Lumber Co. vs. L. & N. R. R. 


October 20—New Orleans, La.—Examiner Gerry: 
6382—The Keru Co. vs. L. & N. R. R. Co. 

Fourth Section Application No. 1952. 

6584—A. Marx & Sons vs. L. & N. R. R. Co. et al. 
Fourth Section Application No. 1952. 

6578—A. Marx & Sons vs. Ill. Cent. R. R. Co. 
Fourth Section Application No. 2045. 


October 21—New Orleans, l.a.—Examiner Gerry: 

* 6133—Otis Mfg. Co. vs. Jll. Cent. R. R. Co. et al. 

* Fourth Section Application No. 2194. 

* Fourth Section Application No. 2195. 

* 6128—Otis Mfg. Co. vs. Tex. & N. O. R. R. Co. et al. 
* Fourth Section Application No. 2311. 


October 22—New Orleans, La.—Examiner Gerry: 

* 5773—Southern Cypress Mfrs. Assn. vs. M. La. & Tex. R. R. 
& S&. S. Co. et al. 

* 6448—Alfred Hirsch vs. Ill. Cent. R. R. Co. 

* 6487—Colonial Sugar Co. vs. La. Ry. & Nav. Co. et al. 


on enee 
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October 23—New Orleans, La.—Examiner Gerry: 

* ee eee Mill, Ltd., vs. St. L. S. W. Ry. Co. of Tex. 
et al. 

* 6509—Lumbermen’s Association of New Orleans vs. M. La. & 
Tex. R. R. & S. S. Co. 


October 24—New Orleans, La.—Examiner Gerry: 
* 6425—Kahn’s Pickery vs. Tex. & Pac. R. R. Co. 
* 6441—Adams Stave Co. vs. Tex. Okla. & West. R. R. Co. et al, 


October 26—Baton Rouge, La.—Examiner Gerry: 

* 6929—John Jordan vs. La. Ry. & Nav. Co. et al. 

October 27—Alexandria, La.—Examiner Gerry: 

* a V. Neilson Co., Ltd., vs. St. L. I. M. & S. Ry. Co. 
et al. 

* 6908—Alexandria Cooperage Co. vs. La. Ry. & Nav. Co. 

October 28—Alexandria, La.—Examiner Gerry: 

* wr ate Brenner Lumber Co. vs. M. La. & Tex. R. R. & 

. S. Co. 
* . co Brenner Lumber Co. vs. M. La. & Tex. R. R. & 
. S. Co. 

ae Brenner Lumber Co. vs. M. La. & Tex. R. R. & 
S. S. Co. 

October 29—Rushton, La.—Examiner Gerry: 

* 6695—J. B. Collins vs. Tremont & Gulf Ry. Co. et al. 

October 30—Monroe, La.—Examiner Gerry: 

* eee Hardware Co. vs..N. Y. N. H. & H. R. R. Co. 
et al. 

October 31—Jackson, Miss.—Examiner Gerry: 

* 5648—Pine Belt Lumber Co. vs. Gulf & S. I. R. R. Co. 

November 2—Florence, Ala.—Examiner Gerry: 

* 6775—Florence Wagon Works vs. Sou. Ry. Co. et al. 

* Fourth Section Application Nos. 1547, 2045, 2138. 

November 3—Cullman, La.—Examiner Gerry: 

* 6598—G. Baader vs. L. & N. R. R. Co. 

* Fourth Section Application No. 1952. 

* 6761—Cullman Commercial Club vs. L. & N. R. R. Co. 

November 4—Birmingham, Ala.—Examiner Gerry: 

* 6428—C. W. Stubblefield vs. St. L. & S. F. R. R. Co. et al. 

* 6564—Oden-Elliott Lumber Co. vs. L. & N. R. R. Co. 

November 5—Montgomery, Ala.—Examiner Gerry: 

* 70483—Schloss & Cahn vs. L. & N. R. R. Co. * 

* 7051—Schloss & Cahn vs. Cent. of Ga. Ry. Co. 


THROUGH RAIL AND WATER RATES 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Some question has been raised as to the accuracy 
of the assertion that the Commission, in its report on 
Docket No. 6482; Bowling Green (Ky.) Business Men's 
Protective Association against the Evansville & Bowling 
Green Packet Co. et al., expects the carriers, in com- 
plying with the suggestions therein made, to follow the 
customary rule, in constructing through rail-and-water 
rates, that the rail-and-water rate should be less than 
the all-rail rate.. A reading of the text seems to war- 
rant the assertion that the report indicates that the 
Commission expects the carriers to do that very thing. 


The report says that since the Commission’s rates 
(prescribed in the first Bowling Green case) have been 
put in “the rail-and-water differential under all-rail has 
practically disappeared, so far as rates from New York 
and Syracuse to Bowling Green are concerned, but 
there is still a considerable differential between the 
all-rail and the rail-and-water rates as to other points 
of origin named in the complaint.” To illustrate the 
point, the Comnfission publishes a table showing that, 
as to the other points of origin, there is a difference 
in favor of the rail-and-water rate, even with the store- 
door delivery rate of three cents attached to the rail- 
and-water rate. With regard to Syracuse, first class, 
the all-rail rate to Bowling Green is 83 cents and the 
rail-and-water rate is, 81 cents. First class from New 
York, all-rail is 91 and the rail-and-water, with store- 
door delivery attached, is $1.06. The table was con- 
structed for illustrative purposes by adding the first- 
class water proportional merchandise rate. Having 
made that addition, the report says: 

“Doubtless in constructing joint rates some differ- 
ence would be made by defendants in the water rates 
for the lower classes, in which event the customary 
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rule that the rail-and-water rate should be less than 
the all-rail rate should be followed or regarded, as far 
as it is possible to do so.” 


The part of the report beginning with “customary” 
is what is taken as indicating the expectation of the 
Commission that in making through routes and joint 
rates with the packet company the rail carriers are 
expected to see to it that the customary difference 
between all-rail and rail-and-water rates is observed. 
There is no order requiring them to do so, but if the 
railroads do not submit a tentative scale of joint rates 
within sixty days, it is to be inferred from the report 
that the Commission will issue an appropriate order. 
That is why the complaint is retained upon the docket. 


INDUSTRIAL CASE DELAY 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The failure of the Interstate Commerce Commission 
to give any indication as to when the order with respect 
to industrial railways will be made brings nearer the 
time, it is believed, when those who are suffering finan- 
cial loss on account of the delay will have a getting 
together to devise plans for making some kind of 
change. If the assertions with regard to independent 
shippers along the lines of industrial and tap lines 
are fairly accurate, the situation warrants something 
more than the disjointed and unconnected way in which 
phases of the matter are being presented. 


While Justice Stafford, in denying the mandamus 
asked for by the shippers along the Newburgh & South 
Shore, did not write an opinion, he made it plain that, 
in his view, the Commission has done everything the 
law requires it to do when it said “we find.” There 
have been some who inferred from the reports that he 
intended to say to the litigants that they needed nothing 
more than the report in that case to apply for equity 
relief, but he did nothing of the kind. If he knew 
about the decisions with respect to negative orders he 
did not get the information from the arguments made 
in the case before him. There was no discussion as 
to the facts which make it desirable to litigate as to 
the lawfulness of the “decision” that the Commission be 
required to observe a certain form. There was no men- 
tion in the arguments of the modifications in the Proc- 
ter & Gamble and related cases, made by the latter 
decision in the intermountain case. The references to 
the fact that it is practically impossible for anybody 
to get into court on a matter standing in the position 
of the Industrial Railways case were few’and not at all 
stressed. 

Parties in Interest. 


Because the Commission, in its answer to the appli- 
cation for a writ of mandamus, averred that the appli- 
cants are not “parties in interest” there was some ref- 
erence to the Peavey and Diffenbaugh cases, which, it 
may be remarked, were decided before the sharp issue 
was raised in the Procter & Gamble, Cincinnati Shippers 
and Receivers and similar cases. 


While Dr. Needham, in his discussion, made use of 
much of the material presented by him in his oral argu- 
ment in the tap-line case to the Supreme Court, the 
other side did not emphasize the fact that, so far as 
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the practical effect is concerned, the failure thus far 
of the Commission to issue an affirmative order in the 
industrial railways case is to withhold from the short- 
line railroads owned by shippers the benefits that are 
supposed to follow from the decision in the tap-line case. 


While the Supreme Court specifically said that 
ownership of a railroad has nothing whatever to do 
with the question whether it is or is not a common Car- 
rier, Dr. Needham argued the question mainly on the 
proposition that ownership has everything to do with 
the matter of whether a common carrier is allowed to 
perform services under joint rate arrangements. He 
treated the disadvantage of the shippers along the line 
of the Newburgh & South Shore as if it grew out of 
the fact that they are not situated on the rails of a 
common carrier. He told Justice Stafford they are situ- 
ated just as he would be if he desired to make a car- 
load shipment—he would have to bear the expense of 
getting his goods to the common carrier, thereby wholly 
ignoring the status of the Newburgh & South Shore, 
under the tap-line decision, and the Commission’s own 
announcement that, in view of the similarity of the ques- 
tions involved in the industrial and tap-line cases, it will 
make an order in the first-mentioned cases. 


No Attack on Contention. 


There was no attack upon Dr. Needham’s conten- 
tion along that line. True, the contention went to what 
might be called the merits of the matter, but if the 
justice was willing to hear one side, the probabilities 
are that he would have been interested in the Supreme 
Court’s view as to what constitutes a common carrier, 
and the doctor’s suggestion that the shippers on the 
Newburgh & South Shore are under the same disad- 
vantage of location as Justice Stafford would be if he 
desired to ship a carload of freight from his house. 


Application for an injunction to prevent the decision 
of the Commission going into effect, based upon the 
opinion of Justice Stafford that the Commission has 
complied with the law, so far as doing the routine or 


ministerial work required by the law, might be tried 
by some attorney who had followed the intricacies of 
the whole matter of negative’ orders and _ tap-line 
decisions, with a view to satisfying himself as to whether 
the modifications of the Procter & Gamble opinion by 
the decision in the intermountain case are such as to 
get rid of the rule that a negative order is not subject 
to attack. But at best such an attempt would be a poor 
substitute for an application based on a positive order 
promised by the Commission, but which, under the Staf- 
ford decision, the Commission may believe to be wholly 
unnecessary. 


EXPORT FREIGHT EMBARGO LIFTED. 


The embargo on export freight was raised Thurs- 
day by both the eastern and western trunk lines. — It 
is stated that sailings to all European ports except 
those of Germany and Belgium have been resumed, 
and that the roads are now ready to handle all freight 
for export except to the ports of those countries. All 
freight must be prepaid, however, and is accepted only 
after confirmation from the steamship company. The 
bills of lading also contain a war clause, under which 
the shipper takes the risk of loss from causes due to 
the war. ¢ 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made_good by increasing efficien 
other branches of traffic work. Contributions are welcomed. 


in freight handling and 
HE TRAFFIC 


‘ WORLD will be pleased to answer inquiries concerning .any 
device or method mentioned in this department. 


DODGE BROTHERS HELP 


Dodge Brothers, manufacturers of motor cars at 
Detroit, Mich., in order to assist in the movement of 
traffic by prompt release of cars, have prepared the fo!- 
lowing circular, printed in red ink, in display type, a 
copy of which accompanies each invoice covering car- 
load shipment from their factory: 


To assist in the prompt movement of the volume of traffic 
which is continually being offered the carriers, it is essential 
that cars, without exception, be unloaded promptly, and with 
this in view we earnestly solicit your efforts. 

It should be the desire and practice of all parties interested 
in the receipt of carload freight to unload cars as quickly as 
possible, and if, without unreasonable additional cost, the use 
of greater force will get the car or cars released more quickly, 
that should be done. 

In any event, railroad equipment must not to be used for 
storage purposes, and if it should develop upon investigation 
that car or cars have been delayed beyond a reasonable time 
for any Cause attributed to the consignee, we shall be com- 
pelled to take such action as will absolutely prevent a recur- 
rence. 

ANTICIPATE the DISPOSITION of your freight BEFORE 
its ARRIVAL. 


RULES FOR PINE BOXES 


The Northwestern Association of Box Manufacturers 
has adopted the following rules for pine boxes (western 
and white pine): 








No. 1 Grade. 

All parts shall be free from large loose or coarse 
knots, but may contain such defects as tight red and 
spike knots, small black knots, a limited amount of red 
streak, wane edge, shake, and stain not to exceed 20 
per cent in a bundle, and a small amount of pitch. 
There shall not be enough of these defects in any part 
to weaken it or make the box unsightly, and no knots 
or knot holes will be permitted on nailing corners of 
any part. Slight roughness in dressing will be per- 
mitted, but stock of this grade must be well manufac- 
tured. This grade is intended for cannery cases, food 
products, boxes, fruit boxes and the like, and shall be 
furnished unless the buyer otherwise specifies. ll 
tight boxes are to be made of this grade. 

No. 2 Grade. 

This grade will admit of coarse knots, an occasional 
medium-size knot hole, wane, shake, red streaks, a large 
amount of blue stain, some roughness in dressing, worm 
holes and some soft rot, not to exceed 15 per cent in 
any bundle. Boxes of this grade shall be of fairly good 
appearance and not materially weakened by allowable 
defects. This grade is intended for crates and crating 
and low-grade boxes. It is not intended for tight boxes. 


POINTERS FOR LOCAL AGENTS 





(A Letter to the Southern News Bulletin by E. Williamson, 
Local Agent of the Southern Railway at Talladega, Ala.) 


Some years ago I was agent at a small station 
where there were only five stores, and the merchants 
invariably received their freight from a junction point 
with our line, just: 20 miles from my station. It took 
a long time for me to think about it, but finally I 


decided to make an effort to get the business routed 
via Southern Railway, with the result that I secured 
letters from every merchant in town requesting shippers 
at St. Louis and other cities to route their business 
via our line. In a short time the freight was moving 
Our way with the charges in the freight revenue column, 
My remittances were not increased, but [I knew the 
money ‘was staying with our treasurer. I felt ashamed 
of myself for sitting down most of the time and accept- 
ing my pay check every month for doing just as little 
as I possibly could and hold my job. I thought I was 
a good agent because I could do what the other agents 
were doing, and knew enough to balance my books and 
reports. I found, however, that I could take the initi- 
ative, and do something that would place me a few 
points above the average small agent. I felt like get- 
ting out of the average class, and [ did. After I was 
promoted to a larger station, where there were three 
competing lines, I received a letter from the division 
freight agent stating that I had been promoted on his 
recommendation. I had no idea that he knew of my 
efforts to change the money from the advanced charges 
column to the freight revenue. 

I am still trying to work problems that mean more 
money in the freight revenue column, and every now 
and then I get the correct answer. 


USELESS TRACING 


(Monthly S'tock List, published by Columbia Steel and Shafting 


Tracing, the matter of tact routine (?), in trans- 
portation practice has become a great evil and in 
the majority, we believe, practically useless. Much 
has been said as to the liability, pro and con, of the 
safe delivery or time in transit of all classes of ship- 
ments. Modern transportation lines are well organ- 
ized, and in view of the enormous quantities of lading 
handled it is believed that shipments are being given 
the best possible service. It is not to be considered 
that a particular shipment could be singled out and 
given preference over other shipments traveling over 
the same necessary route and governed by the same 
necessary red tape. In our opinion, tracing is a detail, 
like everything else, that cannot be successfully carried 
out where there is friction with contending circum- 
stances, and a possible improvement or part solution 
would be the proper packing and marking, proper 
equipment and proper systems for the handling as the 
first step, and then being conservative in accruing 
detail, it would seem, naturally follows. 

In modern transportation practice, where there is 
to be handled all descriptions of rough freight, articles 
of different lines of manufacture, live stock, food 
products of a perishable nature, etc., it would be abso- 
lutely prohibitive for the carriers to trace or assist 





the delivery of a.shipment in -its regular routine in © 


a certain period. It is a fact that numerous requests 
for tracing are given every carrler daily, and it is 


| 





August 29, 1914 THE TRAFFIC WORLD 


eis, aig ERS ET, eee og ie PEE 
MERA a hein 


Otis Inclined Elevators at 
Metropolitan S. 8. Co., Boston, Mass. 
Detroit & Cleveland Navigation Co., Detroit, Mich. Mystic Dock, B. & M. R. R., Boston, Mass. 
Old Dominion S. S. Co., New York City. 
Merchants &: Miners Transportation Co., Savannah, Ga. Pequonnock Dock, N. Y., N. H. & H.R. R., Bridgeport, Conn. 


On Ocean, River and Lake. 


It is the all-around adaptability of 
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docks. 
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natural to assume that such requests will be taken in 
their natural order of receipt so as to systematize the 
handling. This develops the fact that a request for 
tracing issued to-day may fall in line for action behind 
numerous other ones, and, as is very often the case, 
the shipment has been delivered in its ordinary or 
regular routine prior to any advices the carriers have 
been able to secure or remit. 

A consideration worthy of note is the fact that 
other conditions have to do with the delivery of a 
shipment than those of actual transporting, as when 
an order has been upheld for one reason or another 
and gotten away or actually shipped at a later date 
than was originally anticipated it is the tendency on 
a large part of the shippers and consumers to have 
this loss of time made up by time in transit. As has 
often been said, the carriers to-day are continually 
working for efficient systems and methods of handling 
consignments, and maintain fast freight lines, package 
cars, through schedules, etc. They are naturally lim- 
ited to these resources, and it car, therefore, be 
readily appreciated that a shipment made to-day cannot 
possibly travel faster than the regular routine laid 
down for it. Very often, and particularly on less-than- 
carload business, the consignee anticipates delivery on a 
certain day, and when such delivery is not effected he 
immediately resorts to tracing. As has been suggested, 
in the majority of cases he is advised from his tracing 
effort the delivery dates some time after delivery has 
been effected. 

Very often shipments are delayed on account of 
improper packing and inefficient marking or instructions 
as to handling (routing, etc, on the part of the 
shipper). This gives way to a suggestion that proper 
packing and marking, proper equipment and proper 
systems for handling would in a large measure elimi- 
nate the apparent necessity of tracing. However, 
it is an evil, we believe, and cannot be altogether 
gotten away from. The carriers are human agencies 
and are not infallible and it is just as possible for 
them to show delays in their system as it is for the 
shipper or consumer. Very often, however, a ship- 
ment that is rather unreasonably delayed in transit 
can be assisted by tracing effort, if properly handled 
and if the request for tracing is properly presented; 
first, for the’‘reason that the carriers would rather 
investigate and establish delivery where they have 
explicit data to work on in preference to handling a 
claim; and for the reason that requests for tracing 
are reasonable where delivery has not been established 
after having been an unreasonable time in transit. 

We have devised a form on which we show point 
of shipment, date of shipment, consignee, destination, 
routing, full description of material, original car number 
and initials, carding of the car, waybill reference and 
the shortage at destination. This form is submitted to 
the initial carrier after a reasonable period has elapsed 
for delivery to have been effected, and we are gratified 
at the results obtained by this method. 

Co-operation is “a capable and able assistant, as if 
the shipper would study the facilities and methods of 
the carriers and be governed accordingly, such as 
careful packing and marking, loading and routing in 
accordance with carriers’ advices as to their quickest 
and best method of handling, and the carriers would 
in turn closely follow their published schedules, short 
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routes, etc., and if the shippers would be conserva- 
tive in requiring extra detail of the carriers and the 
carriers would respond promptly as is consistent, it 
would seem that the action would give way to greater 
efficiency in the handling of articles for transport. 

In conclusion we would say, don’t trace unless the 
effort is reasonable and would be of mutual advantage 
and would save the expense and worry of the other 
evil, claims. 





MUST FURNISH TELEPHONE 


The Railroad Commission of Wisconsin has ordered 
that the Chicago, St. Paul, Minneapolis & Omaha Rail- 
way Co. must furnish adequate telephone connection 
between its depot at Shell Lake and the Shell Lake 
Telephone exchange. The petitioner, A. C. Lauder, is 
a general merchant at Hertel, whose shipping point is 
Shell Lake. He. has telephone connection with Shell 
Lake over the lines of the Bashaw Valley Telephone (Co. 
and the Shell Lake Telephone Exchange. The petition 
alleged, in substance, that the latter company had for 
Several years operated a telephone at the respondeni’s 
railway station at Shell Lake, but that it has discon- 
tinued such service because the railway company refused 
to pay the rental. It set forth that the installation of 
a telephone in the depot was necessary adequately to 
serve patrons who receive freight at Shell Lake and live 
at a considerable distance from that station. The re- 
spondent in its answer alleged that the Shell Lake Tele- 
Phone Exchange had discontinued the telephone service 
at the depot in violation of a contract still in force, 
which provided for free service at the depot on condi- 
tion that the station agent answer telephone calls. 

The testimony, the commission says, showed that 
a telephone was installed in the Shell Lake depot in 
1906 pursuant to the contract referred to. In 1911 all 
of the equipment of the Shell Lake Telephone Exchange 
was purchased by M. E. Albee, who refused to continue 
this arrangement and rendered a bill for service. The 
respondent having repeatedly refused to pay, the tele- 
phone was removed on April 6, 1914. A _ private tele- 
phone is maintained in the depot for operating purposes. 

Witnesses who live at a distance from the station 
testified that they were greatly inconvenienced by the 
lack of telephone connection with the depot, being obliged 
to depend upon the mails for notice of the arrival of 
freight. Moreover, telegrams to and from the vicinity 
of Shell Lake were delayed by the lack of telephone 
connection. 

The action was instituted under section 1797g-2 of 
the Wisconsin statutes, which is as follows: 





Upon complaint to the Railroad Commission of Wisconsin 
that any telephone service with any railroad is inadequate or 
in any respect unreasonably or unjustly discriminatory or that 
such service cannot be had it shall be the duty of said commis- 
sion to investigate the same and if upon investigation the com- 
mission shall find that any telephonic service is inadequate or 
unreasonably or unjustly discriminatory or that such service 
cannot be had it shall determine and by order fix a reasonable 
regulation, practice or service to be installed, imposed, observed 
and followed in the future. 


From an examination of the testimony and the report 
of a member of its engineering staff, the commission 
found that the installation of a business telephone with 
unlimited service at the Shell Lake depot was necessary 
for the reasonable accommodation and convenience of 
the patrons of the railway company in the transaction 
of railway business. “The public,” the commission held, 
“may not be inconvenienced because of a controversy 
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between the railway company and the telephone com- 
pany as to the validity of the contract in question. If 
the telephone company has breached such contract the 
remedy therefor must be sought in the courts. This 
commission is not authorized to pass upon the validity 
of private contracts entered into by public utilities with 
their patrons with a view of rendering judgments spe- 
cifically enforcing the same or granting damages for 
their breach, if found to be valid. When the require- 
ments of the particular statute here invoked are found 
to exist in any case it is incumbent upon the railway 
company to provide reasonably adequate telephone facili- 
ties. Even independent of this statute the duty of fur- 
nishing telephone facilities, when required for the proper 
transaction of the railway business, is imposed by the 
common law as well as by the provisions of the rail- 
way commission act declarrtory thereof. Peoples Tele- 
phone Co. vs. Eastern Ry. Co. et al., 2 W. R. C. R., 822.” 


WISCONSIN COMMISSION’S ORDER. 

In the’ complaint of the John Week Lumber Co. 
against the Chicago, Milwaukee & St. Paul Railway 
Co. and the Minneapolis, St. Paul. & Sault Ste. Marie Rail- 
way Co., the Wisconsin state commission has ordered 
that the respondent companies discontinue the rates 
complained of and establish a joint rate on logs from 
Madras to Stevens Point not to exceed 3.3 cents a hun- 
dred pounds. If the companies fail to agree upon the 
division of the joint rate thus established, the railroad 
commission will determine the division for them. It is 
ordered that the companies refund to the petitioner the 
amounts paid by it on all log shipments from Madras 
to Stevens Point made after Aug. 1, 1914, in excess of 
the joint rate ordered to be established. 


TEXAS RATE HEARING. 

The Texas Railroad Commission has decided to 
give the railroads a hearing on their application for a 
general increase in freight rates in the state. Instead 
of asking for a horizontal increase of 15 per cent, how- 
ever, it is said that the petition is to be amended to 
ask for a general readjustment of existing rates. The 
date for the hearing has not been set. 


NEW ,HAMPSHIRE EXPRESS RATES. 
The American Express Co. has filed with the New 
Hampshire state commission a petition asking for more 
time in which to put into effect the new rates ordered 
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by the commission, and also asking for a rehearing or 
the questions involved. Under the order given out by 
the commission a few weeks ago, the new schedule was 
ordered to: be put into effect September 1, and to con- 
tinue in effect until modified, set aside or suspended 
by the commission. The company asks for an exten. 
sion until October 1, giving as the reason for this re. 
quest that, owing to the European war, conditions of 
business haye been such that it has been impossible ty 
prepare and publish the new schedules in time to put 
them into effect October 1. The petition, together with 
that asking for a new hearing, is now being considered 
by the commission. 


ACTION OF COMMISSION. 


The Interstate Commerce Commission has denied 
the application of the Chicago, Milwaukee & St. Paul 
for a modification of the order and opinion in Docket 
No. 5995, Minneapolis Civic and Commerce Association 
against the C., M. & St. P. The effective date of the 
order in Docket No. 5728, Unreported Opinion No. A-688 
and Fourth Section Application No. 2045, North Vernon 
Lumber Co. vs. Illinois Central et al., has been changed 
from September 1 to October 15. 


POSITIONS WANTED OR OPEN 


Fxpert RATE AND TRAFFIC MAN, at present in 
charge of traffic for iron and steel company, desires to 
make new connection with large industrial or commercial 
concern, where exceptional ability and experience are 
absolutely essential. Reliable reference. Age 31; mar 
ried; temperate. B. A. 41, The Traffic World, Chicago, III. 











I wish to communicate with a high-class TRAFFIC 
MAN in every manufacturing city in the United States. 
Must be familiar with freight rates and interstate com- 
merce laws and have at least five years’ experience. 
Exceptional proposition to ambitious men. Splendid in- 
come. Confidential. Address Harry C. Barnes, 1218-19 
Union Trust Bldg., Cincinnati, O. 





WANTED—Three or four men well qualified in Railway 
Station work for actual station work on important 
northern railway. State record fully and give partic- 
ulars about yourself. Reply G. N. 71, Traffic: World, 
Chicago. 
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DID YOU EVER HEAR 


OF OUR MAGAZINE 


Public Service Regulation? 


Did you ever see a copy? 


We are broadening its scope and if you 
are interested in the regulation of 
public utilities and big busi- 
ness, we will gladly 
send samples. 


The Traffic Service Bureau 
418 South Market Street 
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THE TRAFFIC WORLD 


An Open Letter Addressed to 
the Average Business Man— 
You Are Invited to Read It 


If you were an importer of Brazilian nuts, and the United States 
tariff on South American goods should suddenly be reduced, you would 
wax enthusiastic over the possibility of enlarging your business. 


“Here is an opportunity for increased sales,’’ you would think. 
And you would be correct in so doing. 


Now, Mr. Average Business Man, that is exactly how the recent 
express rate reduction has affected thousands of business men in this 
country. They have discerned, in the lowered express rates, vast possi- 
bilities: for extending their sales. Manufacturers, jobbers, retailers and 
especially mail-order houses—all are coming to realize what cheaper 
(yet no less efficient) transportation means in widening their markets. 


Get hold of a classification and rate book at once. Study it and 
search out your increased opportunities. Many have already found 


them. Yours is probably there. 


The nearest Wells Fargo man will come to your assistance. 


Wells FargoaCompany Express 


Officers Throughout the World 
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